


a, Mt, 


SHIPPING WORLD 


AND NG & MARINE ENGINEERING NEW) 


* 


LN 


VOL. CXXV_ No. 3046 WEDNESDAY, NOVEMBER 14. 1951 Price | 6 


% 
SJ 
UND” 


Jickersgil 


BUILDERS OF SUCCESSFUL supe U 


38 — 1951 


M.V. “ Kypros ** 5,000 tons, General Cargo Vessel for Moss Hutchison Line, Ltd. 


o Diesel & + wes 
Cage & Refigera eck be ssels of all ly pes 
e-/ive Building (Berths 


«Capacity wp bc "450 cet in length. 


su sie rere Cane 4y So71 (3 unes) SUN DERLAND Telegraphic. Addr Seri LAND 











The Shipping World NOVEMBER 14, 1951 


. . . When the “ uncertain winds of 
heaven afforded the sole means 
of propulsion, the duration of a ship's 
voyage was largely a matter of 
chance. 


Today a steamship’s performance 
is determined by her designers. and 
her consistent achievement ensured 
by their choice of the best boilers and 
propelling machinery. 


MeLeSco Superheaters are 
contributing to the efficiency and 
reliability of many naval, mercantile 
and fishing vessels of British and other 
ownership. 
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53 HAYMARKET, LONDON, S.W.1 
Works: TRAFFORD PARK, MANCHESTER, 17 
BA 36 
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For excellent reasons CQ still remains the most widely used 
refrigerant for large plants in ships. For certain applications on ship- 
board Freon is now generally employed and large marine refrigerating 
installations of the future may be designed for this refrigerant. 


No matter whether the demand be for plant using CO2, Ammonia, 
Freon or any other refrigerant, now or in the future, J. & E. Hall Ltd. 
can supply compressors and auxiliary equipment built to the standard 
of efficiency and reliability for which they are famous among shipowners 
and shipbuilders throughout the world. 
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DARTFORD KENT 
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. that is the call of experienced air travellers, who know 
also that SABENA is the speediest and most satisfactory way 
of sending goods from London or Manchester to every 
important trading centre in the world. 


Freight by Sabena saves packing and insurance costs, reduces 
risk of damage and pilferage, brings faster repeat orders, 
making for quicker turnover and greater profit. 





Use Sabena passenger and FREIGHT Services to Europe, 
South Africa, Congo, U.S.A. 


SEND FOR FREE LITERATURE 





|__ 
NH BELGIAN AIR 


Freight Collection Centre 

TERMINAL HOUSE, GROSVENOR GDNS., London, S.W.1. (SLOane 3439) 

or 32, DEANSGATE, MANCHESTER 3. (Deansgate 6956) 
{ 














Fast delivery without transhipment 


“Qo. to 25 export destinations 
- 








Telephone Whitehall 3311 
for immediate 


NEW YORK COLOGNE — 


DUSSELDORF 


hours 





Beexccace hours 


guotation and booking BUENOS AIRES se ee 


CALCUTTA hours 
STOCKHOLM 


KARACHI hours 


Clipper Cargo delivers your goods to destinations all over 
the world in a matter of hours. And to 25 important centres, 
including New York, Boston, Rio de Janeiro, Buenos Aires, 


Stockholm, Calcutta, there is no transhipment 


Telephone WHItehall 3311 for immediate quotations and 
cargo space reservations, and information regarding special 
commodity rates 

Guaranteed space - Lower Insurance rates - Van Pickup 
service in London - Transferred charges and C.O.D. avail- 
able to many destinations. 


BANGKOK 
BEIRUT 
ISTANBUL 
DELHI 
RECIFE 
FRANKFURT 
BOSTON.. 


hours 
hours 
hours 
+ hours 
hours 
hours 


hours 


MUNICH 
HAMBURG 
BASRA 
LISBON 
PARIS 
BRUSSELS 
GANDER 
SHANNON 


World’s largest and fastest air cargo service 


PAN AMERICAN WORLD AIRWAYS wor’s most exreriencen AIRLINE 
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Busi FREIGHTERS... 


operating all over the world 


The list of world-wide users of the * Bristol” Freighter increases 


month by month. With its unmatched record of regular 
freighting operations successfully carried out all over the world, 
the Freighter has earned its reputation as an aircraft offering 


the highest potentialities in the field of air-freighting today. 
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We are proud of the supreme reputation of Leigh's 
Paints, established on _ performance, 
protection, durability, appearance and economy 
in use. 


Marine 


Our unique experience and technical knowledge 
in successfully meeting the requirements of marine 
painting is always at your service. 
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For ECONOMY 





SPEED 





SERVICE 





fly with CREWSAIR LIMITED 


11, Bruton Street, London, W.! 








For freight and passenger enquiries apply :— 


Managing Agents 
Messrs. Lep Air Services Ltd., Sunlight Wharf, 
Upper Thames Street, E.C.4. Tel. CEN. 5050 



































Surrey Fiyince Services 


LTD. 
(Founded Croydon Airport 1921) 


30 YEARS OF AVIATION 
EXPERIENCE AT YOUR DISPOSAL 
e 


Telephone WHITEHALL 0056 
Both 


aircraft 


NOW fora quotation. 


York and Tudor 


available for Ch arter 
THE 


Sure Fast Service 


of our aircraft is backed by the mainten- 
ance facilities of Aviation Traders 
(Engineering) Ltd. 


ENQUIRIES TO 


78 BUCKINGHAM GATE, 
LONDON, S.W.1 


WHI. 0056 (5 lines) Cables: AVIATRADE, LONDON 
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These people depend on Coal to transport 
their mercnandise to all parts of ‘the Worid... 





At all points of 
the compass 





COAL stands for Power Once the stately but slow 
clipper brought us merchandise from the Orient 
Now, except where the native plys his trade up and : 
P y . Chinere hunks tranee.-/75 
Sith 'and other Merchoodive 


down the rivers, steam-ships have superseded sail 


Since the earliest days of steam, Mann, George & Co., 
and Associated Companies, have been engaged in the 
shipment and distribution of COAL overseas 


ROYAL 2500 
MANN, GEORGE & CO. LTD. 


CORY BUILDINGS FENCHURCH ST LONDON. EC.3. 
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THE NEED FOR A NEW: “ECONOMY” SHIP 


BRITISH SHIPYARDS in general are booked up with 
orders for some years ahead. That is a most satisfac 
tory position, particularly for an industry which has 
known bad times on several occasions in its history. 
It is recognised, however, that a great deal of the 
present prosperity in the industry is owed to the oil 
industry of this and other countries, for tankers pre 
dominate largely both in ships under construction and 
on order. There is no sign that further orders for oil 
tankers will not be placed, though one 
spokesman has warned against the danger of building 
too many ** super “* tankers by charter companies, 
owing to the specialised character of such ships. Mean 
while, it must not be forgotten that a great deal 
remains to be done towards making our cargo fleets 
modern and efficient for the competitive years ahead. 
The report of the Council of the Navigators’ & 
Engineer Officers’ Union referred to this matter some 
weeks ago, mentioning that some 58 per cent of the 
liner and tramp fleets of Britain comprises ships near 
ing the end of their period of service owing to age or 
wartime limitations on design and building. The report 
referred, rightly, to the need for ploughing back more 
of the profits from shipping into building new ships. 
It may confidently be anticipated that the new Secre 
tary of State for Transport, Fuel and Power, and the 
new Minister of Transport, will use all their influence, 
based on their close knowledge of the industry, to 
remedy the anomaly whereby a country largely 
dependent on maritime earnings is levying taxation 
calculated to militate against earnings in future years. 


leading oil 


Ay 

The plain fact is, however, that steel is in short 
supply owing to the heavy demands of our new export 
trades and rearmament. Even though the present 
Government is one which may be expected to recog 
nise that ships are both economic tools and defensive 
weapons, it is difficult to escape the belief that the 
limiting factor in shipbuilding for some time to come, 
in this country and clsewhere, will be the amount of 


Current 


Freedom for Steel 


THe Socratists will, of course, put up a fight when 
the Bill dissolving the Iron and Steel Corporation is 
discussed in the House of Commons early next year, 
but, if anticipations as to the character of the legisla 
tion are fulfilled, they will have little into which to 
get their teeth. The new board will be thoroughly 
representative of the Government, of the managements, 
of the consumers and of the workers and it will, like 
its predecessor, which worked SO well, be responsible 
for the general direction of the industry. The Bill will 
undoubtedly receive the support of the little body 
of Liberal M.Ps, for it is in line with their own ideas. 
It will, in fact, follow fairly closely the scheme which 


steel available. The best possible use must, therefore, 
be made of the supplies which will be given to the 
shipyards. No shipowner can afford an uneconomic 
ship at any time; for years ahead it may also be said 
that this country cannot afford to have any but the 
most efficient ships built. What a challenge this repre 
sents to British shipbuilders, never slow to meet and 
defeat any difficulties which arise. Can further 
economies in the use of steel be made, and, in parti 
cular, when the present programme of cargo’ ship 
construction becomes greater, as it must? In many 
shipyards preat made with the 
application of welding and prefabrication, enabling 
hundreds of tons of steel to be saved each year. What 
is now required is a re-examination of the design of 
the tramp of the future in the light of welded technique 
and the pressing shortage of steel. 


progress has been 


Obviously, the first step lies with shipowners in the 
tramp section. Do they wish to base their building 
programmes on the 16,000 deadweight | size, 
bought relatively cheaply ? Or would they consider a 
new ** economic ** size of between 7,000 and 8,000 tons 
deadweight, and of higher and more economic speed 
than the Liberty ship, but with a draught shallow 
enough to serve ports whe re new sources of materials 
are to be developed ? Having determined this basic 
factor, the naval architect can begin. Working with 
Lloyd’s Register and the Ministry of Transport, much 
could be done to simplify structural construction. 
Hastening tonnage reform would enable more cubic 
capacity to be provided in each new ship, while an 
would be placing — propelling 
machinery aft, making holds more casily loaded and 
discharged. Perhaps sheer could be omitted, building 
up bulkwarks and forecastle sides in thinner steel than 
used for a shell with normal sheer, to maintain decks 
free from the sea. The scope is wide and the prize 
worthy of attainment. And it is better to plan now, 
when the yards are full, than at any other time. 


tons 


incentive viven to 


Events 


before the 
vear ago, which the 
board will probably 
the British Tron and 


Trades Union Congress about a 
Prime Minister endorsed. 


was laid 
The new 
consist of two representatives of 
Steel Federation, the central 
organisation of the privately-owned steel companies, 
two representatives of the trade unions, an. official 
Government representative and an independent chain 
man. It is a fortunate circumstance that the nationali 
sation scheme was put into force so recently that. it 
will not be a difficult matter to repeal the Act, and 
it can be said that the Government has a mandate in 
support of its policy, which was certainly not the case 
when the nationalisation legislation was passed. In fact, 
even the T.U.C. is not satisfied with the working of 
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the schemes which have already been carried out. As 
Sir Richard Coppock has said, the workers realise that 
nationalisation does not spell I topla. 


An International Problem 


Mr. R. G. M. Street, managing director of the South 
American Saint Line, has made a well reasoned plea 
for a quicker turnround of ships in the ports of the 
world. Faster and better equipped ships are now being 
built at what even ten years ago would have been 
regarded as fantastic prices, but they have to spend 
the greater part of their effective lives in a state of 
costly inactivity, with the result that, operating costs 
being as high as they are today, freights have to be 
raised. ‘' It gives me no ple isure to see the high rates 
which have to be charged to operate ships,’* Mr. Street 
declared. ‘* The problem is not a local one, but the 
effect of this malady, which has been affecting the rest 
of the world for some time, is only now heing felt in 
this country.”’ Of course, the root cause of the shortage 
of shipping space and the consequent increase in values 
ind rates is not, as he pointed out, an insufficient 
number of ships. The trouble is that so many are 
being so handled that only three-quarters of their avail 
able space is being used and round voyages often take 
25 per cent longer in time, despite the increased speed 
of ships, because they are being held up in port some 
times for weeks. Mr. Street declared that in recent 
months London, Liverpool and Hull had equalled 
some of the worst foreign ports! In Lord Leathers, 
the shipping industry now has a Minister who can 
ippreciate the gravity of the crisis in the ports, which 
s due, in large measure, to agitators who are working 
on a worldwide plan to delay ocean transport, organis 
ing strikes first in one port and then in another. Today 
it is New York, but tomorrow it may be London, 
Glasgow or Neweastle-upon-Tyne. There is never a 
time when peace reigns in all the ports of the world, 
ind the cost to the trading community, and ultimately 
to producers and consumers, is incalculable. 


A Justified Protest 


THERE Was never a time in the history of the shipping 
industry when Governments, almost without exception, 
placed so many obstacles to successful trading, which 
involves businesslike planning. An owner must know 
what the costs will be before he can enter into a con 
tract and yet Governments, which boast of economic 
planning are themselves offenders against the light. 
Quite recently Poland has been imposing, without 
notice, increased charges on shipowners. In the summer 
the managers of the Baltic & International Maritime 
Conference learnt of the increases in Polish port charges 
through disbursement accounts and in no other way. 
The Polish authorities were approached with the sug 
gestion that it would be fair to give all owners in 
terested express advice beforehand of the new charges, 
ind that they should first be made operative on Sep 
tember 1. The appeal was unavailing. It is most 
infortunate if, in an international industry like ship 
ping, owners are not able to rely on the official tariffs 
ivailable to the public being respected. They should, 
it is urged, have full particulars of the tariffs and of 
iny planned alter itions ind increases well in advance, 
n order to be able to make proper calculations and 
take the actual expenses into account for the purpose 
of fixing the rates of freight. In the Conference's latest 
ircular, figures are given showing that in some cases 
the Polish charges have been raised by as much as 


35 per cent since July 1. 


The Importance of Profits 

THe speecHes of Colonel A. ©. Tod, 
Elder Dempster Holdings, Ltd., are always refreshing 
ind especially just now when politicians have been in 


chairman. of 


lulging in euphemisms at the hustings. He speaks as 


he thinks, without any nonsense. When discussing the 
ther day his company's replacement programme, he 


explained that they had been able to go ahead with it 


because they had made profits and he added that he 
was ** an unrepentant believer in profits.”’ It is certain 
that without profits there can be no Welfare State, 
just as without harder work by brain and hand. the 
whole ideal must disappear. Profits are the lifeblood 
of industry, and always have been its lifeblood and 
must in the future be its lifeblood, as even many of 
the former advocates of nationalisation are beginning 
Without profits, as Colonel Tod remarked, 
they would get no new ships if the owner could not get 
money to pay for them. If they did not earn large 
profits they could not replace ships as they wore out, 
and ships now cost over three times the historical value 
of those they replaced. It may be hoped that the new 
Government, by cutting out a great deal of wasteful 
initial 
tllowances and perhaps give other aid to shipowners 


to realise. 


expenditure, may be able to restore the 


so that they may be in a position not only to replace 
their obsolete ships, thus assuring employment to sea 
farers, but to add to their fleet as opportunity offers. 
They should be encouraged to be adventurous, earning 
profits and thus enriching the whole country. 


Financial Strength 


THE LaTesT report of Ellerman Lines, Ltd., 

only to the calendar year 1950 and covers a_ period 
mainly of falling or static freight rates. These did not 
begin to rise until the closing months of the vear. It 
is not, therefore, surprising to discover from the group 
recounts that trading protits declined from £2,731,000 
to £2.054,000. Of this total, the unseparated provisions 
for depreciation, deferred repairs and contingencies 

the amount involved is £2,178,000- take the larger 
part. The tax charge is £134,000 only, the smallness 
of this figure being due to the temporary fiscal benefit 
that will have derived from the initial allowances. 
There is then left a net profit of £132,000, which amply 
covers the net dividend requirement of £41,600 on the 


relates 


preference and preferred capitals and the maintained 
10 per cent, tax free, on the privately neld deferred 
stock. The total of 
30,330,000, of which ships, at cost less depreciation 


consolidated assets is now 
ind reserves, including payments on account of new 
tonnage, account for £16,505,000. At the year-end, the 
group had 89 vessels aggregating 558,500) tons gross 
in commission, with a further five ships, totalling 61,000 
tons, under construction or contracted for. Capital 
commitments at that date were £7,600,000. Cash hold 
ings were £1,866,000, with a further £1,571,000) on 
deposit, while quoted investments (apart from shares 
of £1,229,000 in) marine insurance companies) had a 
book value of £3,650,000, by contrast with a= then 
market value of £4,574,000. The company makes such 
extensive use of the non-disclosure concessions granted 
the shipping industry by the Exemption Order that 
it is difficult accurately to measure the strength of 
its financial position. It may be taken for granted, 
however, that group finances are in first-class condition. 
Much of the clumsy omnibus item (£23,427,000), which 
houses a mixed bag of reserves and provisions, must 
be in the nature of general reserves: there is also a 
substantial carry forward of £948,000. Profits should 
show a useful expansion in the current year. 


Fresh Capital 


THe FIRM of John |. Thornycroft & Co., Ltd., ship 
builders, shiprepairers and motor and general engineers, 
is to raise additional capital for reasons stated by the 
chairman in his commentary on the full report of this 
company, for the year ended July 31 last. All sections 
of the company, he says, are participating in the re 
irmament progrimme, wl ich necessitates considerable 
expenditure on improvements and replacements of 
buildings and plant. It has also been necessary to 
invest further sums in overseas subsidiaries and 
branches for the development and growth of export 
sales. These commitments will together call for heavy 
outlays and the chairman, Sir John E. Thornycroft, 


mentions that, in addition to the capital commitments 
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£86,000 noted on the group balance sheet, the board 
has authorised a programme of renewals and additions 
totalling £250,000 over the next three or four years. 
Thus, with tax continually denuding the company of 
liquid resources, it will be necessary to increase these by 
resort to the new issue market, despite the fact that at 
the close of the financial year the group held £1,366,000 
in cash and £260,000 in tax certificates. Consolidated 
reserves at £1,655,000 (excluding future tax of £549,000) 
ire of ample proportion, especially as fixed assets have 
wen drastically written down. Group profits totalled 
£1,161,000, compared with £1,049,000, and included con 
tract receipts relating to earlier years amounting to 
£475,000, against £184,000, and special credits of 
£80,000, Results cannot, therefore be closely compared 
ind that, indeed, is common experience in industries 
which, like shipbuilding, work on long-term contracts 


| 


of high value. The ordinary dividend costs no more 
than £47,250 net and consists of an interim payment 
f 10 per cent on an increased capital of £600,000, 
ollowing the share bonus distribution of 100 per cent, 
It is thus an effective increase of 23 per cent. The 
group's order books are full, but the chairman stresses 
that shortages of skilled labour and of raw materials 
and the impact of rearmament may hinder output. 


Iron Trades Insurance Development 


Wirn the coming year the Iron Trades Mutual Insur 
ance Co., Ltd., will enter on a new marine under 
writing venture which will probably lead to important 
developments. The company is a subsidiary of the 
lren Trades Employers’ Insurance Co., Ltd., which has 
1 membership composed of over 300 leading British 
engineering firms and practically every shipbuilding 
firm in the United Kingdom. The account of the Tron 
Trades Employers is substantial; in 1950 its premiums 
approached £2,000,000 and its assets amounted to more 
than £5,500,000. The Tron Trades Mutual, however, 
out of consolidated premiums of £207,000 in 1950, wrote 
marine premiums amounting only to £947 and the 
marine fund at the end of the year was £3,808 (over 400 
per cent of the premiums) but the figures involved are 
very small. From January 1, 1952, however, Bland, 
Welch & Co., Ltd., have been appointed marine under 
writing agents. During the five years since this firm 
was appointed marine underwriting agent by the 
London & Edinburgh Insurance Co., Ltd., that com 
pany has built up a premium income of nearly £350,000 
in 1950 and, at the end of that year, had a marine fund 
of 160 per cent of the premiums, after transferring 
£54,000 to profit and loss account. It may thus he 
inticipated that the Tron Trades Mutual will develop 
along similar lines. The new account will be written in 
the same underwriting room as that of the London & 
Edinburgh, which means that, in addition to the busi 
ness which will naturally flow to it from the members 
of the parent company, tt will enjoy a ‘* show” of the 
general business of the marine market, while the 
London & Edinburgh and other companies of the same 
vroup may expect to enjoy a share of the selected busi 
ness emanating from the new member. This is an 
example of the modern tendency of marine underwriting 
by which one underwriter, acting for a group of com 
panies, can operate on a seale far less limited than is 
possible in the ease of an individual account written for 
a single unit of the market. 


North Atlantic Air Chartering 


\ WELL-KNOWN firm of air brokers on the Baltic 
Exchange has drawn attention to what it describes as 
the ** ridiculous situation ’’ which exists for air charter 
ing on the North Atlantic route. Operators, it appears, 
have bound themselves to a fixed charter rate. Those 
who wish to run charter flights must file a rate with 
the U.S. Civil Aeronautics Board, and although they 
may quote higher rates they must not quote below the 
fixed rate. it is obvious that no one can foretell a 
month or more ahead what a reasonable quotation may 
he, and even operators who are making one-way posi 
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tioning flights are compelled to quote round-trip rates 
hy this rule. In this way the competitive spirit, which 
is the verv essence of air chartering, has gone right out 
of this market. The net result, indeed, is that air 
chartering in this market has been extremely difficult, 
and operators have lost most of the potential traffic to 
sea transport. It is not known whether operators have 
raised any protest against this pernicious system, or 
even whether they have had any opportunity of doing 
so; but it is pertinent to ask what they expecc to 
achieve, or what they are trying to protect, by adher 
ing to such a restrictive agreement. It the scheduled 
airlines adhere to it much longer, or even allow it to 
spread to other markets, they will lose charter business 
altogether, or else they will be committing themselves 
to invariably low rates and suffer economic loss. 


Elastic and Plastic Analysis of Structures 


Ir IS now some ten years since Professor J. F. Baker, 
who holds the chair of Mechanical Science at Cam 
bridge, presented his valuable paper on the application 
of plastic theory to design of structures to the North 
East Coast Institution of Engineers & Shipbuilders. It 
was to be expected therefore that, in giving the 
twentieth Andrew Laing lecture before the same insti 
tution on November 9, the author would return to this 
important subject. On this occasion the title of the 
paper was * The Shortcomings of Structural Analysis.” 
Professor Baker referred to the fact that though elastic 
analysis could) be depended on to give sufficiently 
accurate values of the stresses in any structure where 
the character of the connections was known and. the 
members and foundations were without imperfections, 
these conditions were not in fact satisfied where real 
structures were concerned, examples being quoted show 
ing how far the real stresses were from those caleu 
lated. In the case of one land structure where sym 
metrical loads were applied to a beam the discrepancies 
at different floor levels varied from + to 30 per cent. 
He also mentioned the incidence of residual stress as 
compheating the analysis, stating that it was now 
recognised that with welded connections the sum of 
reaction and residual stresses normally reached the 
yield point in the vicinity of the weld. The author 
referred to the example concerning residual stresses 
in a welded tanker under construction, as reported to 
the Chesapeake section of the American Society of Naval 
Architects and Marine Engineers, in which stresses of 
the order of 8 tons per sq. in. existed at points far 
removed from the weld. Professor Baker contended 
that the elastic behaviour of structures was far too 
complex to assist the designer and pointed out the 
advantages of using a simple plastic theory to deter 
mine, not the maximum permitted stress, but the load 
at which a structure would fail or develop unduly large 
deflections. 





SAYINGS OF THE WEEK 
A TRADE UNIONIST'’S CONFESSION 


** | doubt whether much progress can be made with nationalisation 
until everyone concerned is imbued with a sense of social responsi- 
bility.""—Sir Richard Coppock, general secretary of the National 
Federation of Building Trades Operatives 


A SOCIAL SORE 


* This year alone the company's losses from stealing in all centres 
to which we trade will be not less than £250,000. Are you doing 
what you can to prevent this ? Are you all treating it as a real social 
sore in our community?’’—Colonel A. C. Tod, chairman of Elder 
Dempster Holdings, Ltd. 


THE GRINDSTONE OF COMPETITION 


Nothing is worse for us than not having to sharpen our wits on 
the grindstone of competition At present, some of us are 
basking in a period of over-demand and under-supply, and though 
it is pleasant, and even good for a short time, it is enervating, and 
in the long run bad for us."'"—Mr. D. F. Anderson, chairman of the 
Shipping Federation. 
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ON THE “BALTIC” 


BALLASTING FROM THE PLATE AND AUSTRALIA 
By BALTRADER 


of 10s. per ton in freight rates from higher bid for tonnage to supply its new season require 
to the Continent does not indicate that ments. 
oO continuous demand for tonnage in A factor of the freight position in the Pacific area 
There is not enough grain available or is the present lack of chartering from Manchuria and 
coming to make a large contribution to North China. It is now a between-season time and, 
1 fact, the prospects of the Plate market furthermore, there is no information as to how much of 
it least a year by the experts. The grain and soya beans will be released for export from 
hecause a quantity of grain was sold, that region. If the activity of the past 18 months is 
ipy a number of ships whose owners resumed, some of the shipping formerly engaged in that 
v independent of homeward Plate cargoes trade will be no tonger available on account of the 
lternative markets offered better opportunity. Panamanian Government’s embargo on trade with 
| one near the Argentine for many Communist countries. Developments in that area will 
th outward cargo at a rate which be watched with interest. 
tisfactory round in spite of a long 
i the Plate to the homeward loading 
essels have, after discharge in Buenos Aires, Freight 
ballast to West Africa to load ore homewards;: 
ive proceeded to the Gulf of Mexico to bring a 


of phosphate to Europe. \ third alternative been active in chartering on time basis at good rates 
ch has been used ts a ball ist trip from the Argentine of hire. While the strong North American market has 
the North Pacific, followetl by a voyage home with weakened a little, the weak River Plate has become 
firmer. Coal chartering from the U.S. is less active 
but charterers have again covered some of thei 


The Freight Markct 


markets have been influenced in some dires 
tions by a falling off in inquiry on behalf of the Ministry 
of Food. On the other hand the liner companies have 


her. The poor rates offered for the direct voyage 
the Argentine to Europe have almost denuded 


} >| ) t o . 
ue I late of tramp tonnage, which explains the recent requirements well ahead with consecutive voyages. 


ent of charterers who required a few ships. Recent fixtures of this kind are Orford, 9,000) tons, 

process has been in operation in the U.S.N.H. to) Antwerp or Rotterdam, 810.50, with 

arket. Just as the Argentine had to pay options, consecutive voyages from January to October 

et tonnage to go there from Europe and next year; ** Orion *’ tonnage, Hampton Roads to Ant 

I States with coal, Australia has been obliged werp or Rotterdam, $10.50, cption Germany $10.95, ten 

pping to herself from Kurope by the pes cargoes between December and June. Last week the 

P ver increasing rates to satisfy her requirements Ministry of Food fixed the Centaurus for grain from 

general cargo nd motos cars. Like the Argentine, St. Lawrence to U.K. or Continent at 26s. Sd. pet 

id little or nothing to offer in the way quarter, November 9/14. The Baron Murray, 9600 
oy 7] ( . ) , 

rave vessels which can move in ballast for great mie oe | gage nthe | agp yimcai " yt — 

with _ COMP ALPAt lve economy, especially — the ok te, tem Gx Sek tke bee Te ea: 

; eo Begs agonist pops 20 9,000 tons, $93,000 ft. bale, is fixed from North 

: : ala Pacific to U.K. at the lower rate of 167s. 6d. f.l.o., 

s parti lar ouehiteas It — to equatise the lumber and general cargo, January 25/ March 3. Cross 

ss; > rke oe - set 3 — me i. ic 2% ms = pgp = voyages from the North Pac ific offer intere sting employ 

> sige het aoa ame web iha aagaees ment on voyage and time charter basis. The Hoperidge, 

9,000 tons, 10 per cent, is fixed for heavy grain from 

North Pacific to East Coast India at I7¥s. 6d., option 


ta has 


| 
lovment to follow. In these davs, however, 


extremes 
Australian grain charterers’ operations for new 
chartering should now be in full swing: they 
their tdea of rate is 20s. or x 4 s 
| West Coast India 175s... January 25/February 25. 

is acceptable to owners. bas 
he Stratidore, 8,300 tons, 10° per cent, is fixed for 
Outlook for North American Market wheat in bulk, British Columbia to Capetown-Durban 
range at 192s. 6d., January 1/20. The Mediterranean 
is quiet and rates for ore and phosphate are easier. 


yardstick which owners have employed to 


ue to them of an Australian grain cargo 4 
P sab Ci oO i yhosph: as b ited : 
; Rallunt- aaasdoe tat Marth Casablanca t U.K., phosphate, ha een accepte it 


tainable from a) 


vovage from there with cargo. It has 57s. November, 56s. December, and 55s. January. Time 
bk an ea aie .* p a . charter fixtures include: Curlton, 10,012) tons d.w., 
ewes ng Pye a oe Gull 176,000 ft. bale, 9} knots on 22 tons oil, a trip to 
Hace en ‘aks. bach Sabex peal for ps Australia at 60s. per month, delivery U.K., December 
to Europe. In the past week, the Is, and Sta of Luvor (m.v.), 6,700 tons, 840,000. ft., 
nd and the Timber Control have reduced It knots on 15 tons, a trip to Bombay, delivery Los 
for tonnage and have secured a small Angeles, December 5/24, 311.75 per month, 
of freight both from the North Pacifie and 
the Gulf. It may be that North America will, n 
oming months, offer somewhat less support to Inquiry for aircraft on charter has improved. There 
n market than of late; but it would he has been good demand for carriage of ships’ crews and 
charterers to rely too much on that. spare parts for renewal and repair. Air transport has 
obability that North American exports enormously assisted owners to operate their vessels for 
tinue in great quantity, especially in long periods away from their home hases. Some loss 
Even if fewer ships than of late will of employment may be suffered as a result of the 
North America from Australia, the restrictions which are being introduced in our trade 
rarterers will soon have to take many more with European countries, but freight traffic by an 
they have required for a_ long time. between the United Kingdom and Continent is not 
*s surplus of wheat is expected to be less than usually the most profitable business available. Govern 
ir. but it will be considerable; there are barley ment employment of chartered planes is an important 
oats to be shipped as well. It seems likely that factor, especially for transport of service personnel 
Ministry of Food will eventually make a rather hetween the U.K. and Middle East. 


Air Charter Business 





14, 1951 Thi 


Shipp ne 


World 


LONDON & OVERSEAS FREIGHTERS, 


AMBITIOUS BUILDING PROGRAMME 


Mr. Basil M. Mavroleon on the Year’s Operations 


Tue third annual general meeting of London & Overseas 
Freighters, Ltd., was held on November 12 at’ the 
Baltic Exchange, St. Mary Axe, London, E.C. Mr. 
Basil M. Mavroleon, chairman and managing director, 
presided. The following is his statement, which had 
been circulated with the report and accounts for the 
vear ended March 381, 1951: 

Many changes as they affect our business, both of 
in international and domestic nature, have taken place 
since IT wrote my review of the company’s activilies 
i year ago. 

The recession in the tramp. shipping industry, to 
which I then referred, has been transformed into a boom 
period, bringing with it high freights and an unpre: 
dented rise in the market values of secondhand. ships. 
Your directors have taken advantage of the high 
prices offered by foreign buyers to dispose of four dry 
argo ships during the period under review. These 
sales realised a surplus of £359,914 over the book values 
of the ships concerned. Of this sum £185,110, repre 
senting the depreciation written off to the date of 
sale, has been credited to profit and loss account. The 
balance of £224,804, being realised capital appreciation, 
has been credited to capital reserve. The resultant 
increase in the company’s cash resources will be applied 
towards the cost of the new ships ordered. 


Sales of Ships 


Since the date of the balance sheet three more ships, 
the SS. London Cratisman, the S.S. London Muriner, 
ind the s.s. London Vendor, have been sold, realising 
an aggregate sum considerably in excess of the book 
values of those ships at March 31, 1951.) The latter 
two ships will not be delivered to the purchasers until 
the end of 1951 and the trading profits up to that date 
will accrue to the company. Additionally, the company 
has purchased and resold the s.s. Mill Hill. This ship 
was owned by the Mill Hill Steamship Co., Ltd., in 
which your company holds £5,993 €1 shares out of a 
total issued capital of £20,000. The Mill Hill Steamship 
Co., Ltd., will be put into members’ voluntary liquida 
tion. Thus the transaction will result in the conversion 
of an investment, standing in the company’s books at 
par, into cash considerably in excess of that figure. 
The effect of the transactions dealt with in this para 
graph will, of course, be reflected in the accounts of 
the current year. 

Since the last annual general meeting the company 
has been converted into a public company and _ its 
shares are now quoted on the Stock Exchange, London. 
This step was taken by your directors after the most 
earnest consideration, and they are encouraged and 
fortified in their task of bringing to fruition the com 
pany’s ambitious building programme by the confidence 
displayed by members of the public which has been 
evidenced by their desire to secure a stake in’ the 
business. In thus making it possible for any member 
of the public to become a shareholder, the board held 
out no promise of high rewards, but stated their inten 
tion to propose dividend of 5 per cent (less tax) 
for the vear ending March 81, 1951, and to limit 
dividend payments on the shares of the company to 
that rate for the succeeding three years. This _ self 
imposed dividend limitation and the resultant ** plough 
ing back” of profits will play a substantial part in 
financing the building programme. 


New Tankers in Service 


During the year under review the first two new 
tankers, the m.t. London Pride and the m.t. London 
Enterprise, came into service, and their performance 


has been highly satisfactory. The London Victory was 


launched last month, the London Glory 10 days ago, 
and it is anticipated that they will commence to trade 
during the last quarter of the current financial year. 
In addition, three vessels are far advanced in construc 
tion and will be launched within the same period. 

{The accounts for the year ended March 31, 1951, 
show a_ profit which comes up to expectations. The 
full benefit of increased freights is not reflected in 
the results by reason of unexpired charters at low rates 
extending well into the period. The company will pay 
ho income tax or profits tax this year as a result of 
the incidence of initial allowances on new buildings, but 
the directors have thought it advisable to build) up 
i reserve for future taxation to provide a cushion in 
vears to come hen the taxation liabilities will) be 
increased by the exhaustion of capital allowances 
available for set-off against profits. Accordingly the 
sum of £150,000 has been set aside for this purpose 
out of available surplus at March 31, 1951. 

In one respect your company is particularly fortunate 
in being a new one. The ships which are, or are to 
hecome, its fixed assets, are being built) at today’s 
prices. Thus the depreciation charged in the accounts 
is computed on a realistic basis, and the problem of 
bridging the gap between * historical cost ’’ and 
‘replacement cost is happily not one which looms 
large on our horizon at the present time. 


Future Prospects 


It would be imprudent for me to look into the future 
and to draw conclusions or make forecasts, but I 
reiterate my faith in the future of British shipping 
generally and in the prospects for independent tanket 
owning concerns in particular. Shipowners today are 
compelled to look many years ahead in_ planning 
development. A dynamic view and not a static one 
must be taken, if only because a new ship has to be 
ordered five or six years in advance. In pursuance 
of such a policy the board have, during the current 
financial year, ordered three more 24,750 d.w.t. steam 


Where the money went 
This pictorial representation was issued with the report and accounts 
of London & Overseas Freighters, Ltd. It shows how the total 
income of £1,026,133 was expended during the year 
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he present time, therefore, the 
ing programme, including the m.t. 
ind mt. London Enterprise already in 
ices a total deadweight tonnage of 310,000. 
ommitments involved are of the order of 
f which a little over £3,000,000 has 
! Your board has secured long-term 
ill the tankers on order at March 
1 basis designed to safeguard against the 
lepreciation of sterling and the continued 
erating costs. My colleagues and I consider 
lves fortunate in having: secured the services of 
Mi \\ | Loveridge in the capacity of technical 
tor to the company. Mr. Loveridge’s experience 
e marine engine world is second to none and will 
nvaluable, 

ipany’s name and its ships are becoming 
. staff of efficient and experienced 
ult up. To these men and to. the 
we must look in a large measure 
prosperity. IT am confident we can count 
their loyal service and take this oppor 
ssing our thanks for their contributions 

ot this year. 


nd accounts were adopted. 





Egypt and Suez Canal Company 


5 announced that, contrary 
ippeared in the Press, no 
the Egyptian Government 

sine the beginning of the 

t's abrogation of the 1936 

in Minister for Finance and 
erag El Dino Pasha, has gone 
the propriety with which the 
international public service for 
vell the punctiliousness with 
ons towards the Egyptian 
hanges in the timetable and 
h have already been reported, 
being assured by its staff in 
shoulc emphasised that the 
lised h mooring of vessels 
mobil yectors used by ships 
nly personnel employed by shipping 
t of the Suez Canal Company 





Port of London Authority 


furthes 


March 31 last there was 
v ff shipping using the Port of 


ort of the Port of London Authority 
54.313,846 tons net of merchan 
d om t mrt, ¢ red with 
yea Thi is 87.5 per 
of shipving using the vort during 
1939. The tonnage of goods pass 


} nae siderable improve 


goods imported and 

rs. Imports and ex 

which 35.998,911 tons 

yoares with #1,662,063 tons in 

ch 34,098,315 tons comprised 

goods in transit in 1950 was 

revort that much pro 

\ in the provision of additional 
goods and shipping Most of the 
reste d improvemen 

yy schemes involving new work 

he India nd Millwall Docks 
expenditure was incurred in 
equipment of manv types 

ire being used, and some 

ie The demand for further 
continuing problem while the 
ifticult The work of the port 
delaved on several occasions during 
by unofticial strikes, which, in. the 
ted in anv wav with conditions of 
expenditure during the vear amounted 
“ orking vroduced a total revenu 
il expenditure of  €S8,836,748 
entailed the lifting of 

river and 1.890.496 
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Indian Port Problems 
Development of Minor Ports 
By a Specia! Correspondent 


THe development of minor ports in India, at an esti 
mated cost of Rs.25,000,000, has been recommended by 
Mr. S. Nanjundiah, of the Ministry of Transport, 
Government of India, in a report submitted to the 
Government. Mr. Nanjundiah was appointed last year 
to collect information relating to the traffic handled 
by minor ports and to make proposals regarding admini 
strative machinery and other improvements necessary 
to ensure the fuller use of these ports. 

Stressing the urgency of the problem of dredging in 
most of the ports, the report says that before any 
scheme of expansion of a port is undertaken, it is 
necessary that a hydrographic survey of the approaches 
to the port, and in some cases the anchorage, should 
he carried out. Two pools of dredgers, one in Madras 
and the other in Saurashtra, should be created for the 
needy minor ports to draw upon. The report also sug 
gests the setting up of a central port organisation under 
the Ministry of Transport for purposes of coordination, 
exchange of information, technical personnel and plant 
and craft, and avoidance of duplication, wasteful com 
petition and uneconomic construction. 

The minor ports in India present an amazing variety 
in size and functions, the volume of traffic handled, 
financial position and administrative set-up. The facili 
ties provided vary from nothing in some of thé open 
roadstead ports on the seaboard, to five elaborate har 
bours with dredgers and equipment as in Saurashtra; 
from ports handling only a few hundred tons to as much 
as 500,000 tons per year; from ports with an income of 
only a few hundred rupees per year to those with an 
income range of Rs.600,000 to Rs.800,000 per year; from 
ports very well and efficiently administered to those 
‘also run.” 


Provision for Ships Up to 3,000 Tons 


With a few exceptions, practically all the minor ports 
are roadsteads and eargo has to be carried in lighters 
or country boats from ship to shore or vice versa. Mr. 
Nanjundiah has recommended that some of them, like 
Chandbali, Kakinada, Tuticorin and Beypore could, 
at no great capital outlay, be converted into medium 
sized ports capable of taking coastal ships of 3,000 tons. 
The main works involved would be the construction or 
alteration of suitable berths or jetties and measures 
necessary for maintaining the depths at a proper level. 

As approximately 40 per cent of the trade of minor 
ports 1s carried by sailing vessels, every facility should 
be given for their upkeep, maintenance and repairs and 
laving up during non working seasons at as many ports 
In particular, the ports of Kakinda, Cud 
dalore, Tuticorin, Beypore, Mangalore, Karwar, 
Bhavanagar, Verawal, Bedi, Navalakhi, Okha and 
Mandvi should take action to provide such facilities. 

The report makes certain suggestions to improve the 
idministration of minor ports within the framework of 
the present system of administration by the State 


is possible » 


Governments. The proposal that the Union Government 
should take over all the minor ports under its direct 
administrative control is not recommended. The report 
proposes the formation of a port) trust as soon as 
possible to cover all the ports of the State of Travan 
core-Cochin. It also stresses that Okha, the firest o 
all minor ports in India, should be kept going at its 
present level of utility. 

The report reveals a large diversity of import dues 
and charges levied from port to port, varying from 9 
pies to 9 annas per ton. Though it may not be possible, 
nor necessary, to bring about a rigid uniformity in rates 
throughout India, the present wide variation, which in 
the past was due to competition and to differences in 
administrative conditions in) the country, may le 
narrowed down. The creation of a pool of tugs and the 
purchase of additional tugs and launches are recom 
mended. 
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ONE SURE FACT ABOUT CABLES 


If YOU need cables of any type, in any quantities, for any installation, be 
sure of one thing: if you choose to deal with any firm listed below you will 
know for certain that the standards of design and quality are the highest 
possible, because they are standards set, rigorously kept and constantiv 
reviewed by C.M.A. 


AND ONE OF THE MANY FACETS OF CABLE MAKING: | 








Close up of lapping head 
where the cotton tape, 
containing copper threads, 
is applied over the 
metallized paper screen. 








MEMBERS OF THE €.M.A. & AFFILIATED MANUFACTURERS’ ASSOCIATIONS 





llender’s Cables Ltd Liverpool El 
lys (Blackley) Ltd 
ric Cable Co. Ltd 
n Parkinson Ltd 
nfield Cables Ltd I Te 
an Electric Co. Ltd Siemens Brother 
Greengate & Irwell Rubber Co. Ltd Electric Lamp & Suppl 
W. T. Glover & Company, Ltd St. Helens Cable & 
W. T. Henley’s Telegraph Standard Telephor 
Works Co. Ltd The Telegraph Construc 
Johnson & Phillips Ltd Maintenance Co. Ltd 


CABLE MAKERS ASSOCIATION 52 54 HIGH HOLBORN, LONDON, W.C.l. TELEPHONE: HOLBORN 7633 
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INTERESTING FACTS ABOUT OIL 





No. 9. 


=F What causes engine knock’ 7 








part of the mixture rises rapidly, leading to certain 
chemical changes Their effect is to lower the degree ol 
temperature at which the unburnt mixture will spon- 


taneously ignite. This temperature is reached before the 





advancing flame has travelled through the combustion 
any mixture of light space, and the burning is therefore completed with zreat 
hydrocarbons derived from natural gas violence. An explosion takes place so suddenly that it 


or crude would function satisfactorily as motor gives, in effect, a hammer blow to the cylinder head and 
spirit, because petrol engines were designed with low piston This makes the metal ‘ring’, leading to the 
compression ratios. Such fuels failed when the demand phenomenon known as pinking, or engine knock 

had to be met by the use of increased 


j 


, : Anything which increases the time available for these 
Higher ratios raised the temperature : 


chemical changes in the mixture, or which raises the 
arge of air and fuel va 


} 


ised tempera 


temperature or pressure of the charge, will tend to 
produce this knock: it is most evident at slow speeds ; 
it is much more liable to occur in large engines than in 


chamber, due to 


: small ones when the compression pressures are the 
a profound effect on the fuel between ; ; 
ae same; and it develops in any engine if the compression 
the cylinder and the moment at which ; ; 
is too high 


Npression engines 
inning and more or less heavy explosions 
ght at first to be pre-ignition caused by INTERNATIONAL Oil BUNKERING 


the engines igniting the mixture ee Ae 


ted portions of t 
and before the spark occurred 


spark occurs and the flame begins to 


iture and pressure of the still unburnt 


ANGLO-IRANIAN OIL COMPANY LIMITED 


< e a GENERAL BUNKER SALES AGENTS 
‘ 





wW™- CORY & SON LTD., COR ¥Y BUILDINGS, FENSCHUERCH STREET, LONDON. E.C.3 
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COAL AND OL 


SAVING COAL 


PerHaps the best hope for the resumption of coal 
exports on a worth while scale lies in the tremendous 
economies in industrial and domestic coal consumption 
that can be made with modern technique and equip 
ment. Indeed, in many cases, marked savings have 
resulted merely from a proper attention being given to 
existing coal-fired plant. A useful shot in this battle 
for economy has been tired by the Federation of British 
Industries, which has produced a booklet entitled Fuel 
Economy Pays. The hookiet shows how industry can 
ivoid waste in the use of fuel and, at the same time, 
ften make Advice 
viven is based on the experience of the Federation’s 
fuel advisory service, which has been maintained for 
more than 25 vears. In a foreword Sir Norman 
Kipping, director-general of the F.B.I., says that, while 
the F.B.1. will not relax the strenuous efforts it is 
making to ensure that industry obtains enough fuel 
ndustry can do much to help itself by 
reducing waste. The booklet, which is divided into 
three main sections» common faults in boiler operation, 
the use of instruments for measurement and control, 
ind the efficient use of heat 


substantial economies in- costs. 


ind power, 


points to the main causes 
of waste in fuel and shows how such losses can be 
Many of the suggestions made can be carried 
capital expenditure, and with a 
saving in fuel and cost which is often striking. 


avoided, 


out without large 


Reconditioning Lubricating Oil 


THE INCREASING cost in recent vears of high grade 
lubricating oil suitable for marine diesel engines has 
led to more attention being given to the possibility of 
reconditioning these oils. It is the usual practice on 
hoard ship for the crankcase lubricating oil to be con 
tinuously through centrifugal separators and 
filters during voyages. After some time this process 
fails to extract the accumulation of fuel soot (collodial 
carbon), which is continuously building up, and_ the 
oil has to be ultimately discarded. Recently a well 
known independent firm in Liverpool, which has been 
handling and treating oils for many 
evolved a process by which treatment of contaminated 


passe d 


years, has 


oil can be carried out at a reasonable cost to the ship 
owner. The oil is delivered to the company, which 
all the collodial carbon, the 
fresh or salt water which may also be contained in 
the oil, and also any diesel fuel oil, which from time 
to time has been found in used oil. The average loss 
in bulk in decontamination amounts to about 25 per 
cent, and the time required to carry out the process 
is about seven to ten days. Results obtained by this 
process appear to show that the reconditioned oil com 
pares very favourably with the original oil. 


processes it, removing 


Oil Fuel on the Great Lakes 


OIM-POWERED cargo vessels are gradually replacing 
coal burners on the Great Lakes. Of the 268 vessels 
on the Great Lakes, only a very small number used 
anything but coal until recently. But of 14 new Lake 
vessels now being built, only one will be a coal-burner. 
Four vessels have been converted from coal to oil 
during the past year, six oceangoing oil-burning ships 
are be ing converted for Lakes use, and more conversions 
to oil are expected soon. One company estimates that it 
costs 1s. 8d. per mile to run a vessel on oil, as against 
lzs. per mile on coal. But an extra three knots are 
obtained on oil and there is a big saving in labour costs 
in fuelling. The Pittsburgh Steamship Co., a sub 
sidiary of the United States Steel Corporation, has 
converted two coal-burners to oil. An oil-fired steam 
turbine has been installed in one of the ships, while a 
diesel engine has been fitted in the other. Details of 
the performances of the two ships are being carefully 


IN INDUSTRY 


noted this season and next, and will be compared to 
determine which is the more efficient. A difficulty 1s 
the small number of oil fuelling stations on the Great 
Lakes. Until last year there were only three; three 
new ones have recently been added. Coal-burning ships 
can still bunker far more easily and it is doubtful 
whether more fuelling stations will be built quickly. 


Shorter Items 


Coat shipments from. the rtlenoo during Scotembe 
were 184,966 tons, making t for the first nine months 
of the year of 1,484,735 tons, This is 76,192 tons less than 
last year, 


DurinG the first nine months of this year, coal shipmer 
from the River Wear amounted to 2,261,183 tons, an incre: 
of 12,436 tons on last year, 
_ ’ but foreign shipments were down by 220, 
134,989 tons of tron 


Coastwise shipments were 
biggest imports were 
24,958 tons of petroleum. 


CLaimep to be the most modern of its kind in Europe, 
plant for the manufacture of **Teenol’ is now operating at 
Petit-Couronne (near Rouen), France, with designed 
capacity of 25,000 tons per annum Adjoining the existing 
Shell Refinery, the new plant represents the first fruits of 
an association between Shell and the French chemical group, 
Saint-Gobain. A combined manufacturing company, 
Société Shell Saint-Gobain, has been set up 
experience in) operating the 
*Teepol’ plants 


named 
Several vears’ 
similar British and Duteh 
it Stanlow (Cheshire) and Pernis (near 
Rotterdam) respectively—has been incorporate it Petit 
Couronne, and special feedstock (a cracked vetroleum wax) 
is derived from Shell refineries A feature of the new plant 
is the high degree of automatic oneration, which enables 
staff of only 70 to run a highly technical installation 





OFFICIAL NOTICE 


Increase of Capital 


Cory Brorners & Co., Lrp., shipbrokers, ete., Cory's 
Buildings, Cardiff. Increased by £2.000,000, in £1 ordinary 
shares, beyond the registered capital of £1,000,000. Part of 
the increase is for the purpose of acquiring the whole 
of the issued share capital of Gueret, Llewellyn & Merrett, 
Ltd., from Powel! Duffryn, Ltd The capital has been 
reorganised and is now £38,000,000 in £1 ordinary shares 





RECENT SHIP SALES 


Norwegian single-deck steamer Tron Baron (3.318 t.g.). 
about 5,500 tons d.w., owned by E. B. Aabv’s Rederi A/S, 
sold to Panamanian buyers for about £135,000, Originally 
named Kilbaha and later Emerald Wings, she was built 
by Russell & Co., Port Glasgow, in 1911, and her triple 
expansion engines were built by the Clyde Shipbuilding & 
Engineering Co 


Cargo steamer Olavus (1,294 t.g.), owned at Malta by 
Paul M. Laferla, and built by C. Rennoldson & Co., South 
Shields, in 1920, with triple-expansion engines built by the 
Shields Engine Co., Ltd., sold to British buyers for £62,500 
She is understood to have a deadweight cavacity of about 


1,960 tons and to have a speed of 9$ to 10 knots 


South American Saint Line, Ltd., has id the cargo 
steamer St. Clears (4,308 t.g.) to German buvers for a price 
believed to be about £350,000. Built by J. L. Thompson & 
Sons, Ltd., Sunderland, in) 1986, with compound recipro 
cating engines, with an L.P, turbine, by White's Marine 
Engineering Co., Ltd., she has a capacity of about 7,900 tons 
d.w, and a speed of nearly 10 knots 


Norwegian cargo steamer Bauta (1.661 t.g.). originally a 
Canadian sealer and built by the Nova Scotia Steel & Coal 
Co., Ltd., with triple-expansion engines by the Robb Engi 
neering Works, has been sold by Mr. W. Hansen, of Bergen, 
to Swedish buyers for about £100,000. She carries about 
2,700 tons d.w, 
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xpected, continuing to come in. There is oun 
mibtediy a danger that this intake of fresh business 


i complacency. 
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ROUND THE SHIPYARDS 10,000-tons cargo vessel for Wilh. Wilhelmss n, of Oslo, 


and George Brown & Co. (Marine) Ltd., a +,000-tons 
tanker for Bergen owners. This business is indicative 
Ey THE SHIPPING WORLD'S Own Correspondent of the continued confidence of Norwegian owners in 
Scottish yards, and forms evidence that Scottish prices 
remain competitive in world markets. These orders, 
hooked within a few days of the end of October, indi 
cate the steady trend of new business. October was 
also important for launchings, a considerable amount 
of tonnage being cleared. Trials have been run steadily, 
too, throughout the month. 


The Situation in Scotland 


DOMINANT factor in Scottish shipbuilding remains 
scarcity of steel. There is no lack of business, since 
past month has seen the flow of new orders, now 


iv be taken for granted in view of its regularity so 
: the leading executives certainly do not take such a ony 
\ 1 t have rather sade | ; ms i tenth, \ thers a the level of activity, however, is largely controlled 
mae i t ‘ t i tC co SISte agi Ss . 
i by the flow of steel. Current estimates say that 


Lord Rotherwick, chairman of The Clan Line deliveries are at about 80 per cent of the required rates, 
Sicawiin: Tid ed ie OE Mia cena and this must inevitably reflect in the early future on 
lirector of John Brown & Co., Ltd., touched on some the rate of completions. The recent election has 


problems at the launch of the Clan MacIntyre created a vacuum for the moment insofar as the control 
is no question of ploughing back profits today of steel plants is concerned; even were steelworks to 
Rotherwick said. They! were lucky indeed in that return to private hands, however, the problem of scrap 


they kent thet Beals above wate Si wha anbe <a would still overshadow the future. One useful addi 
question of time before all mercantile fleets would be tion to Scottish sources of scrap is the  19,000-tons 


t 


British India Steam Navigation Co., Ltd.; these were to prevent such stoppages, — although 


( 


seriously diminished as to impair the efficiency of Brazilian battleship Sao Paulo, built on the Tyne in 
ndustry. Dr. MeNeill, too, endorsed this plea for 1910, which is expected to be broken up on the Clyde. 


x adjustment. The restoration of initial allowances If this is so the scrap from this source would go largely 


irle and the 


sa vital need. = , to Lanarkshire plants, which have been suffering 
These views are typical of Clydeside comment = on recently from a scrap shortage. 


present conditions. The surprising aspect of the situa There have been some unfortunate stoppages by key 
o 


no has been the amount of British tonnage booked workers this past month— unfortunate, in that they 
‘ of these adverse conditions. Among the new have hampered other tradesmen willing to work. It 


ire three S8,800-tons gross cargo liners for the still a regrettable fact that union officials 


Is 
are unable 
adequate 
d earlier, but no firm orders were indicated. It machinery exists to ventilate grievances. The fact that 
w known that two are to be built by Barclay, sudden stoppages can and do happen suggests that 
third by Seotts’, of Greenock. there is still scope for unions to tighten up their admini 
sSurntisland is to build a 10,000-tons cargo motor strative organisation, and to improve their rank 


p for the Alvion S.S. Corporation of Panama. Blyths file contacts to the point where stoppages are 
; 


and 
caught 


vood is also building for these owners, in this case an before they happen, in the interests of the workers as 
1S,500-tons tanker, and they were also in the news last much as of the yards. Experience shows that 


Brown & Co., Ltd. Charles Connell & Co. is to build a 


no one 
nth wit 32,000-tons tanker ordered from John henefits by these stoppages especially in’ these 


when no vital principles are involved. 


days 


SHIPBUILDING EMPLOYERS’ FEDERATION—NEW OFFICE BEARERS 











. Robert Cousland Mr. A. Lewis Cochrane Mr. Charles A. Winn 
rman of the Conference (The new president) (Third vice-president) 
and Works Board) 


innual general meeting of the Shipbuilding Employers’ Federation, held in Edinburgh on November 8, Mr. A. Lewis Cochrane (chairman 
managing director of Cochrane & Sons, Ltd., Selby) was elected president for the coming year in succession to Mr. Charles Connell. 
John G. Stephen (a director of Alexander Stephen & Sons, Ltd., Glasgow) becomes senior vice-president, and Mr. T. Eustace Smith (joint 
aging director of Smith's Dock Co., Ltd., North Shields) and Mr. Charles A. Winn (joint managing director of C. H. Bailey, Ltd., Cardiff) 
ilso appointed vice-presidents. Mr. Robert Cousland (shipbuilding manager of J. Samuel White & Co., Ltd., Cowes) was elected chairman 

f the Conference and Works Board, and Mr. Hugh H. Hagan (director of Lobnitz & Co., Ltd., Renfrew) was appointed vice-chairman 
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AIR SAFETY 


MODERN TRENDS IN CIVIL AIRWORTHINESS REQUIREMENTS 


By E. N. B. BENTLEY 


As Chief Technical Officer of the Air Registration 
Board, Mr. Walter Tye has probably more to do with 
our airworthiness requirements than any other man in 
the United Kingdom. His recent lecture on the sub 
ject,* before the Royal Aeronautical Society, is there 
fore of interest to all who design and use civil airerait. 
He dealt with the subject in three phases: (1) an 
worthiness in relation to safety; (2) trends in-air 
worthiness; (3) People — have 
criticised the word ** crashworthiness,”” on the grounds 
that it is ugly and does not mean what it says, but 
have not suggested a better one. Whatever the word 
used, the ability to withstand a crash with the min 
mum of casualties is an essential part of present-day 
airworthiness requirements which has, I think, no 


* crashworthiness.” 


parallel in other forms of transport. 

Statistics, in the form of passenger fatalities per 
hundred million passenger miles, show that on the 
U.S.A. scheduled services there was a fairly rapid 
decline from 1937 to about 1942 and thereafter an almost 
constant rate of two fatalities per 100,000,000 passenger 
miles. The British figures are about three times those 
of the U.S.A., but are still showing a steep decline, 
so that there is good hope of their eventually reaching 
the American level. Accidents per million aircraft 
miles again show the U.S.A. with a rapid drop in the 
early years and an almost stable rate by 1949. British 
figures again show as about three times those of the 
U.S.A., but still with a more rapid downward trend. 


Accident Causes 


With regard to causes of accidents, rather more than 
half of those in the U.S.A. in the years 1947-49 are 
attributed to personnel (mainly as pilot’s error), just 
under 30 per cent due to lack of airworthiness and the 
remainder as miscellaneous, including weather. On the 
other hand, two-thirds of the British accidents are 
attributed to personnel and less than 10 per cent to 
lack of airworthiness. Such = figures, as with most 
statistics, can give an erroneous Impression unless one 
knows a lot about the conditions on which they are 
based. However, the big difference between “* air 
worthiness “ causes in the two countries can at least 
be taken to indicate the high standard of our aircraft 
in this particular respect. | am in full agreement with 
Mr. Tye when he questions whether all the accidents 
attributed to ** 


pilot’s error” can wholly be put down 


' 





Fig. 1. Accidents per million aircraft-miles 


to human failure. The pilot nowadays is being asked 
to control a much more complex vehicle and to operate 
it in more severe weather conditions. A greater know 
ledge of psychology, physiology and anthropology on 
the part of the aeronautical engineer might result in 
much safer aeroplanes. 

In considering trends in airworthiness, Mr. Tye makes 
a statement which, though well known and agreed in 
the aircraft industry, is not so well appreciated out 
side it. ** It is nothing short of a technical miracle that 
such a complex mechanism as an aeroplane, operating 
in so unfavourable a medium as air, can be made not 
only to fly but to bear some resemblance to a routine 
form of transport.’’ He also points out that the sheer 
fact of relying on the movement of the vehicle to sup 
port itself, infinitely increases the need for reliability. 
It is significant that modern performance requirements 
for transports are based on the concept that at least 
one engine ts inoperative. Because of the increase in 
stalling speeds by 50 to 100 per cent of their prewar 
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Fig. 2. Distribution[of accident causes 


value, any forced landing is potentially more dangerous 
and therefore the ability to keep flying, with one engine 
out of action, is demanded. 

The airworthiness authority has always been faced 
with a broad choice, to prohibit development, or to per 
mit it, meeting potential dangers as they arise. Apart 
from one brief attempt by the U.S.A. to restrict stalling 
speeds, the lecturer said that he knew of no case where 
airworthiness authorities have followed the former 
course. On this point IT disagree with Mr. Tye, for 
reasons which IT will make clear later. Strength re 
quirements have developed mainly in the direction of a 
more precise estimate of the loads which can be im 
posed, thus leading to relatively lighter structures with 
no reduction in the margin of safety. A fact which the 
lecturer did not mention is that these more precis« 
methods involve the design offices in an enormously in 
creased amount of work, compared with prewar days. 
Any further rationalising of strength requirements will 
have to wait until we have increased our knowledge, 
particularly of the impact of gusts at high altitudes. 

A great deal was said about performance require 
ments, particularly as regards the ability to climb away 
at take-off or keep flying at altitude, if one engine 
stops. The flight trials necessary to prove compliance 
with these and other airworthiness requirements may 
involve hundreds of hours of test flying. After these 
numerous graphs have to be drawn, which show the 
operator the effect of differences in temperature and 
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ind altitude. In addition to this, any 
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Khartoum, for example, for additional flight 
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serious consequences 
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safety would be made if stalling speeds were kept down 
to 75 m.p.h. and a reduction to 50 m.p.h. might bring 
the impact risks virtually to zero. 

Calculations show that an aeroplane brought to rest 
in its own length, from its touchdown speed at land 
ing, about 6g deceleration. Since an 
acceleration, or deceleration, of lg is a rate of change 
of 32 feet per second, every even 6g is quite 
fierce. Aircraft brought to a halt in only one-third of 
their length achieve about 20g; and this holds good for 
aircraft from the 8,500-lb. Dove to the 
140,000-Ib. Stratocruiser. Even in a head-on collision 
with an obstacle at touchdown speed, in which the 
front third of the fuselage was smashed, the occupants 
in the rear two-thirds would be subject to no more than 
about 20g. A backward facing high enough to 
support the head, will enable a passenger to survive 
20g deceleration in the horizontal direction without any 
injury and with only temporary discomfort. The seat 
attachments and local structure must also, of 
course, be able to withstand the same forces. The le« 
turer estimated that the increase in weight of a seat to 
withstand 20g, as compared with the existing 6g seat, is 
15 lb. per seat. However, 1 know of one aircraft con 
structor who has designed seats for 25g, for an increass 
of about 8 Th. 


Complete 


is subjected to 


second, 


a range of 


seat, 


floor 


elimination of the fire risk in a crash is 
not possible, but flexible bag tanks of heavier construe 
vion (again a weight penalty) would help. Tanks at the 
wing instead of and 
reduce the. fire is estimated 


close to the 


risk. It 


tips, cabin, 


that 


engines 


would also 


BRISTOL FREIGHTERS FOR CANADIAN ROYAL AIR FORCE 


aircraft, often referred to as the °‘ 


tramp of the air,” 


has achieved worldwide recognition as a versatile and cheaply- 


) indication of its versatility is shown in the order placed with the Bristol Aircraft Co., Ltd., by the Canadian Government 
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for a number of Freighters for service with the 
Royal Canadian Air Force. Freighter aircraft 
are already in service with the Royal Pakistan, 
Royal Australian and Royal New Zealand Air 
Forces. The aircraft in the new order will be 
of the latest type, complying fully with the new 
British Civil Airworthiness Requirements. New 
features included in this type, the Mark 31, are 
the installation of Hercules 734 engines, giving 
increased take-off power, an automatic propeller 
pitch device which gives increased safety at 
take-off, and strengthened main wheel under- 
carriage. Other new features include a dorsal 
fin and tailplane of larger span, providing in- 
creased stability, and the repositioning of the 
nose door support tubes and widening of rear 
bulkhead to six feet, thereby enlarging the main 
hold by 3 ft. 10 in. at floor level. A greater 
fuel capacity will increase the still air range to 
1,650 miles. The picture on the left shows a 
view of the main cargo hold in the Mark 31 
Freighter, illustrating the increased effective 
length of the cargo space, while above is a 
head-on view of one of the aircraft, showing the 
twin oil coolers in the leading edge of the wing 
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Ten million kilograms of 


cargo of all sorts have been 


carried by BEA to all parts 


of Europe within the last 


twelve months. And still 


steady increase continues 


at the rate of 200,000 


kilograms more every month. 


fly freight BEA 


THE LARGEST SCHEDULED 
AIR FREIGHT SYSTEM IN EUROPE 
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STANCE TO STOP 
Feet 


Fig. 3. Distance to stop in crashes at approach speed 


elimination of fire in a crash would save about one-third 
of the people who would otherwise be killed; improved 
cabin arrangements, leaving the fire risk unaltered, 
would save about one quarter of the lives: and both 
improvements together would save something between 
one-half and two-thirds of the lives. 

In opening the discussion, Dr. Roxbee Cox, Chief 
Scientist to the Ministry of Fuel and Power, asked why 
there were more accidents on British airlines than on 
those of the United States. Did our climate have any 
thing to do with it? Sut Mr. Twe was unable to 
ontfirm whether this was a contributory cause. Mr. 
Hardingham, Chief Executive of the Air Registration 
Board, probably shook the complacency of some of the 
regarding — the low proportion of British 
weidents attributed to lack of airworthiness. He 
peinted out that British airlines were using a large pro 
portion of well-tried American aircraft which had been 
developed and proven before we started to put them 
into service, 


audience 


It was largely the development and trials 
in service of their new types which gave a higher pro 
portion of accidents due to lack of airworthiness. He 
iso pointed out that we, in turn, were about to put 
to the test our new generation of civil aireraft. He 
said that designers were cooperating well on improving 
crashworthiness, except ino the matter of backward 
facing seats. It was time to stop talking and get some 
thing done. 


Rearward Facing Seats 


Mr. H. H. Gardner, of Viekers, Ltd., said that the 
industry was quite prepared to provide rearward facing 
seats, if the customer asked for them and was prepared 
o pay the cost. Mr. Peter Masetield, Chief Executive 
of British European Airways Corporation, said that he 
was not against rearward facing seats, but a full investi 

ition into the subject had shown that its advantages 
under all conditions was by no means conclusively 
proved. 

his lecture and the ensuing discussion undoubtedly 
provides much food for thought for designers and 
operators, not to mention. the passenger, whom they 
ire both there to serve. It showed clearly the compli 
cated and interwoven nature of all the subjects which 
together make up the airworthiness characteristics of 
an aeroplane. The emphasis on crashworthiness is an 


ff 


admission of il | 


lure to achieve complete airworthiness; 
but complete safety is impossible of achievement in 
any form of transport. However, there is no doubt 
that, on any reasonable basis, air transport is more 
dangerous than other forms, and every effort must be 
made to improve its accident record. if it has not 
| investigation into 
the reasons for the much better record of the American 
ur transport industry is imperative. 


tlready been done, then a searching 


It is surprising that, in spite of the new generation of 
Sritish transport aircraft now coming along, the only 


customer who has asked for rearward facing 25g seats 
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is the Royal Air Force. I consider that the Air Regis 
tration Board missed the chance of a considerable 1m 
provement in crashworthiness when, in the 1951 au 
requirements, it merely recommended, 
and did not insist on, rear facing seats capable of stand 
ing a high deceleration. 


worthiness 


On the subject of stalling speeds, Mr. Tye seemed 
to be inconsistent. After showing the great increase In 
safety which could be achieved by a reduction in stall 
ing speed, he implied that the only time when the air 
Worthiness regulations had tended to restrict: progress 
was when the U.S.A. suggested a limitation in stalling 
speed. I believe, and the evidence given in the lecture 
supports my contention, that the biggest single con 
tribution to safety would be a moderate stalling speed. 
After all, it is not very clever to increase the crutsing 
speed of aircraft by 50 per cent, if the stalling speed 
also goes up in the same proportion. If a low stalling 
speed had heen insisted on, manufacturers would have 
heen forced to develop slots, aps, variable incidence 
wings, and so on, in order to achieve a safe and reason 
able stalling speed without unduly sacrificing cruising 
speed, This would also result, as Sir Frederick 
Handley Page has shown, in an enormous reduction in 
aerodrome costs, due to the much shorter runways 
required, 

he fact is that the public could be given an enor 
mously increased degree of safety by the simple ex 
pedient of reducing stalling speeds down to 60 or even 
30 m.p.h., at the sacrifice of cruising speed and range. 
The probability is that, having got used to aeroplanes 
which cannot be kept under full control at less than 
100 m.p.h., and the accidents inevitably associated with 
such aircraft, they regard a reduction in speed, with 
its asseciated Increase in safety, as a retrograde step. 





Air Viet-Nam, | ! Air France on 
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ench and wse Governments, 


Propellers for the ‘‘ Princess ”’ 


De Havilland propellers are to be fitted to the Princess flying boat, 
now completing by Saunders-Roe, Ltd. Of the hollow steel blade 
type, with a diameter of 16 ft. 6 in., a propeller is shown here fitted 
to a Bristol Centaurus 630 engine of an Airspeed Ambassador. On 
the Princess, Bristol Proteus turbine units will be installed. A 
single Proteus power unit is to be employed in the outboard posi- 
tions, while in the inboard positions there are to be fitted double 
turbines driving counter-rotating de Havilland propellers. The 
power developed by the coupled units will total 6,700 s.h.p. 
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THE SAUNDERS-ROE “PRINCESS” 


PROGRESS ON THREE BRITISH GIANT FLYING BOATS 


ze 


By “ALBATROSS” 


first visited the Saunders-Roe works at East total cubic capacity equivalent to that of three Con 
the Isle of Wight in January 1948, the three stellations at present in service on the Atlantic route. 
ig boats, then known as the Type SR/ 45, were Designed originally for luxurious accommodation of 
construction, surrounded by seaffolding and more than a hundred passengers, now that the Princess 
Already a specimen section of the hull had is to be used by Transport Command of the R.A.F. 
ind fully tested for pressure tightness, it will be arranged to carry 200 troops with all their 
ge te more than twice that encountered equipment, 
it 40,000 ft. altitude. A full size wooden From talks with some of the design staff of Saunders 
hull, with cabin partitions, seats, bunks, Roe it seems that they are confident of flying the 
been built to ensure that the flight deck Princess next summer, provided that the engines are 
rccommodation were satisfactory. By the available. The flight) trial) programme, which is 
1949 the first hull was almost complete and naturally a lengthy one of many stages, has already 
on its cradle to the centre of the assembly been drawn up. 
chment of the wing centre section and tail 





B.O.A.C. Finances 
30 last the completed hull, with sound 


with somer wikes tailplane snl In the first half of its current financial vear (April 

nl - September inclusive) the British Overseas Airways Corpora 

tion made an overating vrolit: of £974,000, which, after 

illowing £481,000 for interest on capital, ete., left a clear 

surplus of £133.000, This comoared with deficits of €2.228,000 

ind a twin-wheeled bogie attached to the and £4.018,000 in the corresponding period last vear and the 

cteristic of the planning and forethought year before respectively. The Corporation's volume of traftic 

he construction of this huge aircraft: was during August and September was maintained at a high level 

of a 1/6-scale model of this chassis, which nd load SaRNOES Oe ne i cent and 70.4 pe 1 om bie 

| lively were ichteved ino these two months. n September 

in the tank to ensure that it floated at the revenue exceeded £3 mn, in a single month for the first 

time—by far the best traffic month the Corporation has 

experienced The chairman, Sir Miles Thomas, said that 

. 2 efhaiency has continued to improve and costs to be reduced, 

Accommodation for 200 Troops despite the rise in world costs, and he announced that a 

hu | os ag new basis of agreements on mail rates hed been reached 

1ts-ft. hull, with its inner wings and 77-ft. span with the British Postmaster General, The rate received for 

mail originating in Britain would in future average l4s. 2d 
nstead of IIs. Id. per ton mile, 


*, towed from the assembly shop on its 
issis. This is a temporary and detachable 


with four-wheel bogies fixed to the main 


ind attitude for easy attachment to the 
hull. 


was swung round and manceuvred past. the 
ills under construction, into the open space 
e assembly shop and the slipway. Along 





the two outer wings, almost completed and ” 
tip floats attached. A seaffolding was Shipping and Airlines Cooperate 


inted on the tailplane, round the fin, ready Shipping lines and airlines, once keen competitors for pas 


of the top seven feet, for which there enger trathe, are finding that close cooveration instead of 


ficient height inside the shop. One of the twin rivalry brings better business for both, acceordine to the 


ol Proteus propeller-turh power units and one Wall Street Journal The usual arrangement enables a 


ay vere also on view, together with one pai passenger to make an outward journey by sea and the 
: , turn trip by air, or vice versa, on a single ticket at a 

i6-ft. propellers. When the outer wings are : m . 

‘ I I , reduced far The latest such agreement announced in New 

York is between Farrell Lines and K.L.M. Roval Duteh Air 

nes, offering travellers between the United States and 


f and the top portions of the fin and rudder 


complete boat will have a span of 220 ft. 
| of 56) ft. The double decker hull, Afric 
ind with a beam of 16 ft. S in., has a 1 10 per cent 


choice of flving one wav and sailine one wavy at 
return fare reduction 
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MARINE DEVELOPMENTS IN ALUMINIUM-—II 


WORKING OF ALLOYS 


IN THE SHIPYARDS* 


By J. VENUS (Naval Architect to the Aluminium Development Association) 


OwinG to the need to differentiate between heat-treatabk 
nd non-heat-treatable material, it has been decided to 
introduce a system of marking to be used for shipbuilding 
naterial, but only where British Standard numbers are 
specitied This will assist in segregating the basic types 
nd thus avoid confusion 
Forming, T alloys NP.5,/6 and NE.6, which do not 
treatment to achieve their mechanical 
heated without any appreciable drop in 
in addition, they can be cold-worked more 
than H.10 and at least as easily as cold steel. Where 
iting is necessary this should preferably be controlled 


depend upon 


gy and the top permissible range is about 400 deg. C. 
H.10-WP, the heat-trouble alioy is the most difficult: to 
form. It must not be heated or the strength will be reduced 
nd it is rather more difficult to form cold than N.5/6 o1 
If used in section form in conjunction with lapped 
plates it is advisable to use lazy joggles or liners Never 
theless, because of its relatively high strength and the fact 
that it is slightly cheaper than NP.5/6 or N.6, it is a useful 
material, particularly for sections where the amount of 
forming required is not excessive. 


heating 


or heating sections at least one shipyard has installed a 
thermostatically controlled electric furnace with good results 
ind such a furnace is not difficult to build and it is much 
superior to flame heating, Where it is not practicable to 
have exact heat control, heating can be by means of a 
“soft” large gas flame, which should be kept constantly 
in motion to prevent local overheating. Heating should be 
done for some considerable time before beginning to bend 


ind temperatures can be checked either by special crayons 
which change colour at certain temperatures or by rubbing 

pine stick over the heated metal surface. When this 
leaves a brown char mark it indicates that the alloy is hot 
enough for working Hand pyrometers are another useful 
means of checking temperatures and could be more widely 
employed With proper heating and control frame bending 
can be accomplished as easily as on steel. When rolling 
plates or flanging, the rolls or forming tools should be 
brushed clean so that particles of steel or other metals 
are not embedded in the alloy, When bending sections 
on the frame bending slabs it is advisable to have flat palms 
o the holding-down ‘‘dogs” to prevent unsightly damag 
to the alloy surface, or insert vieces of aluminium sheet 
and if hammers are faced with rawhide this also helns to 
prevent unsightly abrasions, 


Cutting and Machining 


and Machining. In general, shearing, punching, 
ete., can carried out as for steel The same 
ling, but special drills and higher sneeds are 
more efhici for aluminium. Where it is necessary to cut 
shapes o hes in plate this can be done by pneumatic 
tools bu st one very good routing cutter is on 
market which does this work very neatly and quickly 
ivy sections a high-speed cross-cut saw 
of svecial type for aluminium is very efficient 
re lso supplied for use in) wood-cutting 
here it is advisabe to see that the blade is 
icking rollers situated closely above and 
eut, 
me Cut This is still in process of development for 
luminium but there are two processes which show some 
Dpromise One Is the powder cutting process wherein iron 
filings are introduced into an oxy-acetylene flame, and the 
her is an electric are cutting process wherein oxygen is 
fed down the centre of a hollow steel electrode, At the 
moment th very rough but it is hoped that the 
m»vroved in time and work is proceeding 
this in view. The latter process appears to be useful 
1 ting and may have an application in repair work 
involving aluminium, 
Rivetin The rivet material in common use for marine 
| 5 luminium-magnesium allov NR.6, 
vhich a strength in shear of about 114-12 tons ner sa. in 


technique 


work 5 per cent 


In favourable conditions the cold driving of rivets by 
pneumatic riveting is possible un to ? in. diam., 60 deg 


countersunk points, Unless the noint is formed within 


25-30 sec. the hammer is too light, as after this time sufficient 
work hardening has taken place to prevent further closing, 
nd continued driving then makes cracking of the edges a 
popsibility. In general, therefore, in order to close the rivets 
fully and reduce driving time, a larger riveting gun than 
for the equivalent steel rivet should) be used whenever 
possible. It is felt that a somewhat smaller countersunk 
depth than that laid down by Lloyvd’s Rules might be 
acceptable from the point of view of strength, and as this 
reduces the amount of material to be displaced by point 
formation, the process is eased considerably. Small points 
have now been developed, not only for countersunk but 
other point shapes such as small pan and a special recessed 
point 


Hot and Cold Riveting 


Smaller clearances than for steel are desirable for cold 


riveting, for example 1/32 in. maximum for ? in, diam. 
rivets, and this again makes driving isier as hole-filling 
time is thereby reduced, It is advisable to have a very 
slight countersink under the rivet head, say only 1/16 in., 
to prevent “nicking’’ under the head, and if the rivets 
used can be about | in. over normal length this gives a 
raised hammered point in association with the countersink 
ind helps to prevent the damage to the plate by the riveting 
hammer, which sometimes occurs with flush countersunk 
points 

For hot riveting the vermissible heating temperature 1s 
between 400-500 deg. C., but a thermostatically controlled 
electric heating furnace is recommended, This can be con 
structed with an electric clement heating a block of pure 
iluminium drilled out to hold the rivets. It can be enclosed 
na steel box on a stand and the solid block retains sufficient 
heat to ensure uniform heating of the rivets, When hot 
rivets are taken out of the furnace they are very malleabk 
but after the first few seconds’ driving the hole is completely 
filled and then the temperature falls very rapidly owing 
to the very high conductivity of the aluminium plate now 
completely in contact with the rivet; tmmediately after 
driving is completed the point is only warm to the touch 
In addition, of course, the working temperatures are much 
lower than for steel t can be concluded from this that 
while heating of aluminium rivets is heloful in assisting hole 
filling. and thus may permit larger clearances, it does not 
materially help in point forming Heating makes possible 
the driving of countersunk rivets un to { in. diam., but 
when sizes above this become necessary it will be more 
difficult. 
to consider the possibilities of heating the rivet in situ in 


A suggested means of overcoming this difficulty is 


order to maintain the rivet temperature until driving is 


completed 5 
Methods of Welding 

structural work 

illic are welding 


Welding Aluminium. The vrocesses for 
most interest to the shipbuilder 
ted electrodes and the shielded 
m gas shield is used to prevent oxidation of the metal 
With coated 


ibly. corrosive nd the wint must be free of | flux 


processes, where 


welding ctrodes the flux coating is 


possible in Vo joints with downhand welding but is 
more difficult to achieve in right-angle joint After welding, 
welds must be thoroughly cleaned of flux, using ho 
water Moreover, the strength of welds produced by metalli 
re weld.ng is not nearly so high as can be achieved with 
the argon are process One of the problems in all types 
of welding is porosity, but this may be largely overcome by 
using plate and welding wire with a low eas content, and 
good welding technique. 
In the argon arc method of welding the are is struck by 
i tungsten electrode sh'elded in an inert gas such as argon. 
and the filler wire is usually fed in by hand, no flux being 
used. The downhand technique, using two operators work 


ing away from the centre of the welded seam. appears to 
be most efficient in producing good weld nd in reducing 
distortion of the plates. The equinment for argon arc weld 
ing is fairly complicated and ent pecial HLF. unit 
and water cooling of the li reh The wrocess } 
pplicable to vlates un to hickne 

A very promising process and one | to be of mor 
interest to shipbu.lders is an American vrocess known 
*Aircomatic” welding. Again, argon (in the U.S.A helium 
or argon) is used to shield the weld and vrevent oxidation 
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wire itself is used as the electrode nd is 


there is no tungsten 


current 


into the hand torch; 


supply is used with a very high 


f weld metal are trans 
dropl 
rT ure 


molten particles o 
form ol svray ot fine 
of met sin ordinary ar 


tine 
overhead we ng vossible and the 
much greater (about four to five 
The ‘ ! consumption of 

hecause of the 

With a 


wire he 


times) 


ira 
proper 


the weld 
outdoors 
prevel \ dr 
necessary ise the 
conditions Ships’ 
M.T.Bs 


nd it 


superstruct 


these 


have 


very rge ad\ 
At the moment 


but there 
| 


ned 

roduced 

ene h 1 t plate 
tis Although 
equipment is obtau 
sour me avatlabl 


1 
pend 


interest 
proce 

vith NP.5/6 

ignesium wire 

rr prool 


d, 


not so 


irthest 


s been 
used welding 
hment of insula 

experimentally 
process seems 
Best results 
1 hreads 
rraness, 
greater 
imple 
yarns 


lhameter 


ve conditions, 
ts oceur 


suffers 


coated 


World 


with barium chromate Jointing compound or zine chromate 
primer, Finally, it should be borne in mind that electrolytic 
corrosion will not begin while a good protective paint coat 

Galvanising of the boundary ans Is not 
guarantee ol In any 


ng 1s 


present 
necessarily a event 


protection and 
i steel rive Ss re 


little use, used 
much effective method 


spray the rivet points with aluminium 


galvanised rivets are of 
in aluminium construction 1 more 
ot protection is: to 
fter driving 


Wood When wood is in contact 


luminium, corrosion can occur either 


with 
from acids, which are 
effect 


ration 


fliominium Joints 


present tn certain hard woods, or from the “poultice™’ 
of the timber, 

salts from the sea water as it dries out and becomes wet 
again I 
pound between any 
expos d to the weather, 
bituminous paint and not red 


which can harbour inere ising concen 


is therefore desirable to use a bituminous com 


wood aluminium joints) which are 
Wood decks should be bedded in 
lead, and if aluminium bolts 
used the should be bedded in- zine 
chromate or zine oxide and not white lead 
Protection and Paint Painting is usu 
but paints 


or studs are dowels 
paste 
| and desirable, 
must not be used 
Usual priming paints ere zine chromate or zine oxide, but to 
dhesion the metal must be carefully 
This initial preparation is simplified 
lly the advice of the 
ought to ensure that finish 


compatible wiih the 


cont compounds 


secure good surlace 
cleaned and prepared 
by using self-etching vrimers and gener 
paint manufacturers should be 
ing coats are 

{nti-Fouling Paints 
must he 


containing zine ot 


priming coat 
Svecial anti-fouling compounds based 
used and applied over sujtable 
chromate Composi 
hould not be 


on organic poisons 


undercoats barium 
used as 


aluminium hull 


containing copper or mercury 


can promote rapid corrosion of the 
Dev Compositions 
should not be use 
several proprie 
luminium 
information on. the ol 
lv to be published 


Deck con_vositions containing mag 


esium chloride i s thev can cause 
compositions Wi 


vailabl 


aluminium in the 


corrosion, but 
COTTOSIVE en 1 

1 1 
Is shortly 


Conclusions 


expanded 
during the postwar nd the future 
favourable The experience of shipvards using 
quantities of aluminium has that no 
working the material 
better 


Marine pplications of aluminium allo have 
considerably 
prospe ts are 
considerable shown 
liticulties are 


| shipvard 


special encountered in 


with norm machinery ilthough ever 
results are obtained by following th 


shipyard, It 


recommendations given 


for working of aluminium in the is nossible io 
effect overall 


material 


economies by its use but as regards cost of 
tluminium will probably always be more 
mainly because of the much more 
ilthough the difference in 


increased 


than steel, 
1 reduction process, 
lessen is the world outout is 

s | he a term 
resemble vicious corel rat under normal 
increased demand will 
nly through reduced prices, while reduced prices are only 
| demand Nevertheles 
artificial cireum 


very process as 


tions considerably usually occur 


possible because of increased 
il demand. 2s opvosed to the vresent 
irmament requirements, 


by re | 
| shipbuilding 


it is considered th he 
t much larger proportion than at present 
ive healthy effect on vrices, as the 
tion needed for shins requires less w 
light sheet and section 


ind at the moment 


used by the 
this light material 


idustries, 
| output of the 


large proportion of the total 
iminitim mdustry 


Because or the I 


cost) ver ton the re 
differs from that for 
more detailed ttention t 


higher itionshin 
labour cost 


hetween material and 


eel structures ind 


justified to secure the greatest economy of 

svstems 
] 

normat 


will involve consideration of longitudir framing 
hulls a gamst the more 
svstem usually ador ind besides being a more 
distribution of the rial, longitudinal framing 
lisadvantage of the lower 


requires 


for superstructures and 
ransverse 
| 


conomica 
can as 


buckling value 


vercoming any 


ot the 


Sist in 
material when this factor 
consideration 


aluminium 
re duced 


The fact practical welding vrocess for 


that weights can be still further 
\ 


iOW EXIst 
{ large vers to replace 
stings ccomplished The that the 
g this « today offer 
of th 
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wider 
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shipbuildin 

pects for the me eflicier lisation 

process and that when it 

towards the 


vessels of all 


rds it will speed the trend 


tluminium alloys for types 
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Motor Coaster “Western Coast” 
Cargo Vessel Delivered to Coast Lines 


Pe CARGO motor vessel West Coast, built by the Goole 
Shipbuilding & Repairing Co., Ltd., is the latest addition 
o the fleet of Coast Lines, Ltd. She is in many ways 
cal of the modern cargo vessels which are now being 
r coastal service, with a shelter deck, and machinery 

ind commodation alt, 
The princip particulars 


follows 


1239 

There are three holds with a total capacity (grain) of 
15.2000 cu » and tweendecks with a grain capacity of 
9.800 cu, ft giving a total capacity of 85,000 cu. ft. 
(79,000 cu. ft. bale) Water ballast capacity amounts to 
285 tons, and is provided in three double bottom = tanks 
under the holds and the forepeak. Fuel is carried in a cross 
bunker with a capacity for 38 tons of fuel oil and 13 tons 
of gas oil, The hatches are fitted with T. & B. patent 
sliding beams Nos. | and % hatches are each served by 
two 3-tons derricks and No, 2 hatch by two 5-tons derricks. 


There are six Clarke, Chavman electric winches, two lifting 
% tons at 100 ft. per min., two 2 tons, and two 5 tons. Other 
deck auxiliary machinery includes electric windlass and 


Shipping World 351 


capstan, Donkin electro-bydraulic steering gear is fitted, 
ontrolled by telemotor from the bridge. 

The deck officers are accommodated am.dshivs, as are 
the cook and boy. The three engineers and eight seamen 
ire accommodated aft, the engineers in single and the crew 
in double cabins. Also arranged aft are the saloon, the 
crew's mess, and the galley, Hot water for the cabins and 
other purposes is supplied by an oil-tired Ideal boiler, 

The propelling machinery consists of a 7-cyl. British Polar 
diesel engine, type M47M, developing 1,140 b.h.p. at 250 
rip.m. and direct coupled to a four-bladed bronze propeller 
of Stone’s manufacture On trials the vessel attained a 
speed of 125. knots, Auxiliary machinery includes an 
electric centrifugal pump and an electric plunger pump, each 
of 50 tons capacity, a two-stage air compressor, and emer 
geney lubricating oil and fuel oil transfer vumvos. There 
are two Alfa Laval purifiers, one for fuel oil and the other 
for lubricating oil, 

Electricity is supplied by two diesel generators of 75 kW 
and one of 19 kW. The auxiliary diesel engines are arranged 
for fresh water cooling, each having an individual fresh 
water and salt water pump but with one heat exchanger 
for all three. An emergency circulating system Is arranged 
from the after peak on a closed circuit system 





Tue liner America is to call regularly in future at Bremer 
haven on her service between New York and Eurove. 

Turee scholarships in naval architecture and one in marine 
engineering wall be offered for competition in 1952 by the 
Institution of Naval Architects All are worth £175 per 
annum, 
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SHELTER DECK 








tee 


MAIN DECK 


General arrangement of the ‘‘ Western Coast”’ 
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Banana Carrier ‘ Kiffa”’ 


The first of two new fruit carriers 
reproduced on this page (/eft) is the 
French motor vessel Kiffa, built by 
Chantiers et Ateliers de Provence, 
Port de Bouc, for Cie. Maritime des 
Chargeurs Reunis. She is the first of 
two sister ships being built at Port 
de Bouc for the same owners, the 
other vessel being the Korba, to be 
delivered next spring. The Kiffa, 
when loaded with bananas, has a 
deadweight capacity of 1,880 tons 
Her principal dimensions are 359 ft 

length o.a., 328 ft. | in. b.p., 

Il in. breadth moulded and 

10 in. depth to upper deck. She 
has a maximum loaded draught of 
20 ft. 8in. There are five cargo holds, 
three forward and two aft. Diesel 
machinery of the M.A.N._ type 
develops 6,500 h.p. and provides the 
ship with a service speed of I7 knots 


German Fruitship 
** Lichtenstein "’ 


with the 


twelve passengers The 


hinery comorise:s 


jiesel engine of 


type b t b the 


Motor Cargo liner from Belfast 
tor cargo liner Port Nelson has been delivered to the Port Line, Ltd., by the Belfast yard of 
ded stem, cruiser stern and streamlined superstructure and funnel, the vessel has dimensions 
breadth and 41 ft. 6 in. depth moulded to upper deck. There are five cargo holds, three 
ther with corresponding tweendecks. Nos. 2, 3 and 4 holds and lower tweendecks are insulated 


ge 
Nos. | and 5 holds and lower tweendecks and all five upper tweendecks are arranged for general 
d by two derricks of 15 tons capacity, eight of 10 tons and two of Stons. There are also a 3-tons 
stches. and a 2-tons electric deck crane port and starboard at the after end of No 3 hatch. The 


ngine, which comprises a 7-cylinder two-stroke single-acting B. & W. type diesel engine 
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NEW CONTRACTS 


Yards in Great Britain and Northern Ireland 


Approximate T ages 
Speed Propelling ngin 
ss Deadweight (knots) Machinery Shipbuilders 


18,500 Diese Blythswood S.B 
0,000 Diesel Burntisland S.B 


0,000 Steam turbine Barclay, Curle 

(each) 

0.000 Steam turbine Scotts’ S.B. & E 

10.000 6 Steam turbine Swan, Hunter & 
Wigham 
Richardson 
Wallsend 
Harland & Wolff 
Belfast 
Hall, Russell 


Commonwealth and Foreign Yards 

34,000 Gotaverken 
Gothenburg 

9.500 Oresundsvarvet 
Landskrona 
Norderwerft 
Hamburg 
Kockums M.V 
Maimo 
A Lubeck yard 


Lubecker 
Flenderwerke 


Lubecker 
Flenderwerke 


Hitachi $.B. & E 


Kawasaki 
Industry Co 
Scheeps. & Mach 
De Merwede 
vh van Vliet & 
Co Hardinxveld 
Werf Jan Smit 
Czn., Alblasser- 
dam 
Rickmers Werft 
Bremerhaven 


Rickmers Werft 
Bremerhaven 
Rickmers Werf 
Bremerhaven 


THE HIPPING 


LAUNCHES 


Yards in Great Britain and Northern treland 


Approximate Tonnages 
Speed Pr "g ¢ Engine 
(knots) ner Builders Shipbuilders 


Clelands 
(Successors) 

Richard 
Dunston 
Hessie 

Burntisland 
$.B 


Cammell 
Laird 


Cook 
Welton & 
Gemmell 


TRIAL TRIPS 


Yards in Great Britain and Northern treland 
Approximate Tonnages 
Speed 2 4 
(knots) . 5 Shipbuilders 


Henry Robb 


Cochrane & 
Sons 


Furness S.B 


Harland & 
Wolff 
Belfast 
ritish Polar Burntisland 
ese gines S.B 
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MR. D. E. JEWITT, 
who had been associated 
with the marine work 
of the British Thomson- 
Houston Co., Ltd., since 
1910, has retired after 
45 years’ service with 
the company. Mr. 
Jewitt, after practical 
experience with Camp- 
bell & Isherwood, Ltd., 
joined B.T.H. at Rugby 
in 1906 He subse- 
juently gained con 
siderable experience 
with the installation and 
maintenance of B.T.H 
generating sets and 
motors, in Clyde-built 
warships. !n 1922 the 
marine department was 
established, with Mr. 
Jewitt as chief assistant 
to the manager. He was 
appointed engineer, 
marine department in 
1943 
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MR. P. D. P. KEMP is 
a newly appointed 
director of Saunders- 
Roe (Anglesey), Ltd. 
Mr. Kemp joined the 
company, then known 
as Saunders Engineering 
& Shipyard, Ltd., in 
1946, and has been sales 
and contracts manager 
since June 1949. He 
will continue to be 
responsible for the com- 
pany's sales activities, 
contract negotiations 
and publicity 








MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


U.S. Military Sea Transvort Service has asked the 
| U.S. Maritime Administration to make available to it 
the liner General Gor . which American President 
Lines has been operating in Pacific It has also tenta 
tively agreed to charter the itire fleet of five ships owned 
by the American Hawaii au This line has applied for 
permission to charter seven Victory ships to replace them. 
Ihe M.S.T.S. has recently taken over the liner Washington, 
formerly operated by United States Lines. It will be used 
primarily to carry displaced persons 
THe Interr onal | lati ganstu s to help 
i irline net 
experts a i nt » Indonesia, 
operations, in truct 1 nh econo 
sist the Indonesan Dire rate of Civil 
Vigation 
develop 


ervision of the country 


training programme 

personne! 
imports through the port during 
imounted to 249,873 tons, as com 238,47 
October 1950 Foreign exports 1, tons, 
considerable improvement over October 1950 


7.720) tons Coastwise shipment Iso showed in 


spay and Mr. J. O. Plowright h been 
tl Seotti T r which 


The 


Jounson and Mr 
} rd of Decca Rad 


HE annutl meeting of the Newport section of the 
Abe: Channel District Association hartered Ship 
brokers, Mr. N. L. Gibbs, a partner in Gibbs & Co., 
powners and shinobrokers, and a director of Dunn & Co 
(Newport), Ltd shipbrokers, was elected chairman, Mn 
F. H. Lawson, of Richard W. Jones & Co., was elected vice 
tirman, and Mr. G. W. R. Tout was re-elected honorary 
ry Mr. Evan & s and Mr Hodding were 
members of the committee in. vb Mr. S. 


ind Mr. H. A. Barber 


HTIETH anniversary of the Hambr South America 


1939 owned 


s this month The comnanyv. w 
some 400,000 tons gross headed by e ( {reona 
5). is now rebuilding its ¢ At present 


hree 7,000-tons gross motor ’ t the Santa 

1 fourth is on the stocks 

Rowe has been appointed techni director of 
& General Aircraft, Ltd., as from J irv 1 Air 
il HE ON. Thornton 1 ‘ ; board and 

responsible for sales, wh t ». Ward has 


ted London manager, with ponsibility for the 


A prawn for the dredging of a number of Brazilian seaports, 
over a period of two years, is revorted by the Fortnightly 
Review of the Bank of London & South America to have 
been approved by President Vargas. The estimated cost is 
Cr.$300 million (about £6 million) 


Tue fish factory ship African Queen, which was to have 
tken part in the Colonial Development Corporation’s 
thandoned Atlantic Fisheries project, is laid up in the Tyne 
and is being offered for sale. 


t 


Parmers Hessurn Co., Lrp., Jarrow-on-Tyne, have re 
ceived the small naval aircraft transvort Seafoe for overhaul 
ind conversion prior to the ship being transferred to the 
Royal Fleet Auxihary 


Mr. J. C. Marner, a director of Cammell Laird & Co., 
Ltd., has been appointed chairman in. succession to the 
lite Sir Robert Johnson. 


Mr. R. L. Nessrrr, naval architect of Short Brothers, Ltd 
Sunderland, has been elected a director 


* * * * 


HE passenger liner Empire Brent, at present undergoing 
: an extensive refit at the vard of Barclay, Curle & Co., 
~ Ltd., will shortly be recommissioned as the Captain 
Cook for the emigrant service to New Zealand. Built for 
the Donaldson Atlantic Line’s Canadian vassenger service 
by the Fairtield Shipbuilding & Engineering Co., Ltd., the 
ship was first commissioned in 1925 as the Letitia, and was 
a sister ship to the Athenia The refitting work ineludes 
an extensive new installation of Marconi radio and radar 
equipment, 


SYSTEMATIC minesweeping in Danish waters has ended after 
ix years of constant work since the end of the war. During 
the last six years, Danish minesweevers have covered 
1,390,000 nautical miles, sweeping 218 different routes and 
special areas, Shivving routes in Danish waters are now 
considered sufficiently swept. 

A parer entitled “Marine Transport of Oil in Bulk” is to 
be read to the Institute of Transport on November 19 by 
Mr. W. G. Weston, general manager, marine department, 
Anglo-Saxon Petroleum Co., Ltd. 

A peMonstrRATION of the Pongracz single spindle automatic 
screw machine will be given by Newman Industries, Ltd., at 
the Army & Navy Stores, London, S.W.1, from November 20 
to 23, inclusive, 

Mr. C. H.R. Wititams has been appointed joint deputy 
underwriter of the Union Insurance Society of Canton, Ltd., 
is from December 1. 

Mr. E. H. Discompr, a delegate director and commercial 
manager of Murex Welding Processes, Ltd., has retired after 
over 35 vears’ service with the company, 

Mr. Enwarp Norman-Butier has been appointed 
director of the Australia & New Zealand Bank, Ltd 
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ELLERMAN LINES 
World-Wide Services 


Linking 
U.K. CANADA U.S.A. 
with 
SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 
RED SEA & PERSIAN GULF 
INDIA & PAKISTAN. 
CEYLON & BURMA 
MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND. 


Hall Line, Ellerman d Bucknall Line, 
City Line, Ellerman Line 
Papayvanni Line, 

Westcott & 

Laurance Line, 

Head O fice 


104.7, LEADENHALL STREET, 
LONDON, E.C.3 
LIVERPOOL—Tower Buildings, 
Water Street 
GLASGOW—75, Bothwell St., C.2 


World-Wide ee 
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WILLIAM 


GRAY 


& Co,LIMITED . 





MODERN CARGO VESSEL 
CONSTRUCTION 


SHIPBUILDERS AND ENGINEERS 
SHIP, ENGINE AND BOILER 
REPAIRERS 


WEST HARTLEPOOL 











| FLOODLIGHTING FUNNELS, Erc. 


SPECIALLY DESIGNED PROJECTOR 

WHICH CAN BE PLACED WITHIN 5’ to 6’ OF 

THE FUNNEL GIVING AN EVEN LIGHT OVER 
THE WHOLE FUNNEL 


Economical and Efficient 


A. & R. BROWN LTD. 
Makers 
99 REGENT ROAD, 
Liverpool 


Reg. Design No, 857407 








ESTABLISHED 1825 


BLUNDELL % CROMPTON 


LIMITED 


ENGINEERS SHIP REPAIRERS 
COPPERSMITHS : FOUNDERS Etc. 


e'ebhone elegrams 
East 3838 (3 lines) & 1408 Blundell, ‘Phone, London 


Specialists in 
URGENT HULL AND ENGINE REPAIRS 
Sole Manufacturers: 
BLUNDELL ‘ ATMOS’ VALVES 
CROMPTON ASH HOISTS 





WEST INDIA DOCK ROAD, LONDON, E.14 

















Branch Works : TILBURY DOCKS ESSEX. Telephone : Tilbury 33 
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VET ECHELL COIS: co. Tw. 


weenie sTeR HOUSE - GOLD BROAD STREET : LONDON:E:‘C:2 
GDALING CONTRACTORS and STEAMSHIP AGENTS 
in conjunction with 


NATAL NAVIGATION COLLIERIES € ESTATE CO.LTD. 
DURBAN (Netz). CAPETOWN * MOMBASA 
PORT SUDAN - COLOMBO - MAURITIUS 











WITH BEST NATAL COAL 











ADMIRALTY CHARTS PsO , RB A 
The LATEST EDITIONS of Charts, ae an e He 


published by the Hydrographic From United Kingdom and Continental ports | 
Dept., can be obtained from to EGYPT, ADEN, RED SEA PORTS, INDIA, 

Admiralty Agent for Charts, PAKISTAN, CEYLON, E. & S. AFR'CA, | 

J. D. POTTER, pie pe! of Nautical Books, MALAYA, CHINA, JAPAN, AUSTRALIA, etc. | 


For details of services, fare 





145, MINORIES, pny E.C.3. ‘(Tel : Royal 1369)  teehenhalt te... 


Large Stocks of Nautical and Technical Books of all eo 9, Kingswa 
descriptions. Agents: Gray Dawes & C 

















THE EAST ASIATIC COMPANY LTD. 


Aktieselskabet Det Ostasiatiske Kompagni 
COPENHAGEN P Ss Reg 
* e oe Cc 6 


LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 
JAMAICA, PANAMA CANAL, WEST COAST OF 
SOUTH AMERICA 
Also via Bahia Blanca & Punta Arenas 


THE PACIFIC STEAM NAVIGATION CO. 


Pacific Building, James St., Liverpool, 2 
London Agents: Royal Mail Lines, Leadenhall St. E.C.3 


FAST FREIGHT AND PASSENGER’ SERVICES 
Agents in the United Kingdom: United Baitic Corporation Ltd., London Freight: McGregor, Gow & Holland, Ltd 


ht and Passenger Agents : Escombe, McGrath & Co., London, Glasgow, 16, St. Helen's Place, London E.C.3 
Birmingham, Liverpeo!, Manchester, Misdiesbrough, Southampton ah ~ = 


E. Hyde & Co., London (for Aus:-a ne) 


Frevent TRAVEL SICKNESS |_| ertcientty equipped tor S- 
timber, wood pulp AO” 


and all 




















cargoes 
Quick 


Despatch 
Bunkering Facilities 


J. Hanna, 
General Traffiz Minazer, Preston 











urneys by SHIP + BUS - 
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FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York 


FURNESS WEST INDIES LINE 
New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad 


FURNESS RED CROSS LINE 
New York to Saint John, N.B./ Halifax, 
N.S./ St. John’s and Corner Brook, N.F. 


FURNESS-WARREN LINE 


Liverpoo! to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 
Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C, via Panama Canal. 
Loading Brokers Manchester Liners Ltd. Manchester 2 


FURNESS BERMUDA LINE 
New York to Bermuda. 


JOHNSTON WARREN LINE 
Antwerp, Hamburg and Liverpoo! to Piraeus, Volo 
Thessaloniki, Izmir. Haydar Pasha, Istanbu!, Black 

Sea, Roumanian and Danubian Ports 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall Street, London, E.C.3 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE 


PRINCE LINE 
CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — USS.A 
U.S.A. — FAR EAST — E. CANADA — U.S.A 
U.K. — MEDITERRANEAN — U.K 
ARGENTINA & URUGUAY — U.K 


For further information apply 
PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3, 


Shipping World 





THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta hittagong, Rangoon and 
olom bo to Halifax Boston, New York. Philadelphia Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast 
(filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.) 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—U-‘S. Atlantic and Pacific Coast 
ports to Philippines, Hong Kong, Shanghai, Japan, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Canal. 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Indian Ports Colombo and Malabar Coast to Brazil 
Montevideo, Buenos Aires, Rosario and Bahia Blanca 

INDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South American ports 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE \ Carrying passengers and cargo from 

INDIA-NATAL LINE Rangoon Chittagong, Calcutta, other 
Indian ports and Colombo to East and South African ports and 
vice versa (Vessels of the India-Natal Line also call at 
Madagascar when opportunity offers 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Japan, Shanghai, Hong Kong. Philippines, Borneo, Saigon, Bangkok 
and Malaya to Mauritius Reunion East and South African ports 
and vice versa 

U.S. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

U.S. GULF to SOUTH AFRICA—U:S. Gulf ports to South and East 
African ports 

PERSIAN GULF—General Merchants, Export, Import and Ship Agents 


For Freight and Particulars apply to 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON E.C.3. 





ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA GDANSK & FINNISH PORTS 
also 


KLAIPEDA (Memei) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and sufficient ent offers 


For turther particulars apply to 


UNITED BALTIC CORPORATION, LIMITED, 


158, Fenchurch Street London, E.C.3 


Telegrams * Orienteako London 
Telephone No.: Mansion House 331! (8 lines) 

















MAC ANDREW LINE 


SPAIN AND MOROCCO 
Regular Services from LONDON, LIVERPOOL and Principal U.K. Ports 


Express e by tast Motorships from 


LONDON and LIVERPOOL to BARCELONA 
HALL’S LINE to tisson and GIBRALTAR 
Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE ‘Te west !TAty ana sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
Plantation House, Mincing Lane, London, E.C.3. 
Telephone : MANSION HOUSE 1543 
Cunard Building, Water St., Liverpool, 3 T« CENTRAL 3922 
BRANCH HOUSES at *Barcelona *Mad #Tarragona 
* Castellon, * Burriana, *® Valencia ndia, *® Denia 
* Carthagena * Almeria *® Malaga Se e and Bilbao 


Branches with ® act as 


Agencies in all other pr 











The Shipping 


to SOUTH & 
EAST AFRICA 


Pm WEEKLY MAIL SERVICE from 
SOUTHAMPTON also Intermediate & 
East African Sailings from LONDON 





See pee STREET, LONDON, E.C.3 
Telephone : MANsion House 50 (Passenger Dept MAN 9104) 


West End Passer A . 
125 PALL MALL, WI WHitehall 19ti 








to SOUTH AMERICA 


BRAZIL - URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
CENTRAL AMERICA 

i] NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 
London : Royal Mail House, Leadenhall Street, E.C.3 America House, Cockspur 
Street, S.W.1 
Liverpool : The P.S.N. Co., Pacific Building, James Street, (2) 











New Zealand Line 


Passenger and Cargo 
Services via Panama 


Particulars from J. B. WESTRAY & CO. LTD 
138 LEADENHALL ST., E.C.3 + Tel. (AVEnue 5220) 


THE NEW ZEALAND SHIPPING Co. Ltd. 
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HOULDER BROTHERS & CO. LTD, 


Shipowners, Insurance Brokers, Passenger & 
General! Forwarding Agents (Sea and Air) 


REGULAR FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


_ and to SOUTH AFRICA 


| FREIGHT ENGAGEMENTS made and goods insured and forwarded 
By Sea and Air 
TO ALL PARTS OF THE WORLD 
Head Office: 53, LEADENHALL STREET, LONDON, E.C.3 
Branch Offiwes atl rp ilasyo ewport (Mar stol sw 


Ma ester, H 
i \ 

















ORIENT LINE #» AU STRALLA 


FOR PARTICULARS 14 COCKSPUR ST., LONDON, S.W.t Tel TRA 74 
aevey 7 BISHOPSGATE, LONDON, E.C.2 Tel. MAN 3456 


ORIENT LINE 
9 KINGSWAY, W.C.2 Tel TEM 1258 er Agents 











BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT, SUDAN, CEYLON 
AND BURMA 





| 
| Ail enquiries to 


BIBBY BROTHERS & CO., Martins Bank Building, Water 
Street, LIVERPOOL, 2 














WILSON LINE, HULL 7 ee ney 
REGULAR SERVICES 


From Hull, London, Liverpool, Manchester, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, etc.; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Egypt, India, Pakistan, Canada & United States. 


PASSENGERS | "siizts""siy"“Unlied Sia and‘ Crauen, eee 
MARINE INSURANCE {icin d'sict'eamers and 
from all ports at current rates of premium. 


Lighter Owners Forwarding Agents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied 








For Rates of Freight, Fares, Insurance, Forwarding, etc., apply to 
ELLERMAN’S WILSON LINE, Ltd., HULL 
or Branch Offices at Leeds, Sheffield, Manchester. Birmingham, Bradford 
and Grimsby ; or London Agents—THE UNITED SHIPPING CO 
Ltd., 108, Fenchurch St., London. £.C.3., London Brokers for Indian and 
Pakistan Trade GELLATLY, HANKEY & CO., Ltd., Dixon House, 
1, Lloyds’ Avenue, London, E.C.3., or 62, Pall Mall, 8.W.1 
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/Suaw Pavitt LINE. 
ay 


4% SOUTH AFRICA 





Z AUSTRALIA 


HEAD OFFICE 
88, Leadenhall St., London, E.C.3 


PASSENGER OFFICE 


. 4 NEW ZEALAND 
Ila, Lower waa = London, 
= , 

















CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WESTBOUND LOADING BROKERS 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Continent 


by ROPNER LINE 


SIRR. ROPNER & CO (MANAGEMENT) sin R. ROPNER & CO. (LONDON) LTD. 


Coniscliffe Road, Darlington 22 St. Mary Axe, London, E.C.3 
Telephone 2811! Telephone: AVE. 2153 


STRACHAN SHIPPING CO.—New Orleans and all U.S. Gulf Ports. 














OUSTON | INE 


(British & South American Steam Navigation Co., Ltd.) 


To SOUTH and EAST AFRICA 


For all information apply to:— 
HOUSTON LINE (LONDON), LIMITED 
4, ST. MARY AXE, LONDON, E.C.3. Tel.: AVEnue 5834/5 
or John M. Lennard & Sons, Ltd., Middlesbrough. 

















a \ 


FOR HEAVY LIFTS 


FAST CARGO SERVICES 
between UNITED KINGDOM and 
SOUTH & EAST | CEYLON, INDIA 

AFRICA & PAKISTAN 


Details from the Managers 


CAYZER, IRVINE & CO. LTD. 
LONDON LIVERPOOL GLASGOW 


























MOSS HUTCHISON LINE LTD. 


REGULAR FREIGHT SERVICES FROM LIVER- 

POOL AND GLASGOW TO CASABLANCA AND 

MEDITERRANEAN PORTS. ALSO FRANCE, 
SPAIN AND PORTUGAL 


For Freight apply te e 
MOSS HUTCHISON LINE LOE, 
30 JAMES STREET, LIVERPOOL 2. 


MANCHESTER 
196 Deansgate. 


GLASGOW: 
95, Bothwell Street, C.2 


LONDON 
clo THE GENERAL STEAM NAVIGATION CO LTD., 
1S, Trinity Square, E.C.3. 




















BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM .DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 
LIVERPOOL and MANCHESTER 
For Retterdam, Amsterdam and Dunkirk Steamers : Wilson Son & Co 
For Antwerp, Ghent and Terneuzen Steamers : J. T. Fletcher & Co 
GARSTON: Ed. W. Turner & Son 
BARROW: James Fisher & Sons, Ltd 
GLASGOW: Clyde Shipping Co., Ltd 
BELFAST: G. Heyn & Sons Ltd. : James Little & Co.,(Belfast) Ltd 
ANTWERP, GHENT, TERNEUZEN: John P. Best & Co., S.A 
ROTTERDAM: P. A. Van Es & Co.; Pbs. Van Ommeren (Rotterdam) N.V 
AMSTERDAM: Van Es & Van Ommeren 
DUNKIRK: L. A. De Baecker. 
LONDON : Phs. Van Ommeren (London), Ltd., Baltic Mouse, 27 Leadenhall 
Street, E.C.3 
PARIS: Phs. Van Ommeren (France) 8.A., 11, Rue Tronchet, 8e 











FREIGHT AND PASSENGERS 


Regular Sailings 
LONDON, LIVERPOOL, NEW YORK & CANADA 


to 


AUSTRALIA & NEW ZEALAND 


PORT LINE LTD. 
CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 


"Phone : Avenue |270 Telegrams : “‘ Portships Fen, London’ 
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NORTH OF ENGLAND PROTECTING, 
INDEMNITY & WAR RISKS ASSOCIATION 


(Established 1860) 
The Association covers Shipowners in 
Class |. -PROTECTING—Against claims for one-fourth damage done to other 
ships or vessels, damage to structures, loss of life, personal injury, etc. 
Class I1.—INDEMNITY — liabilities arising in connection with eargo, &c. 
Class 111 WAR RISKS—Hull and Machiner °, &c. 
Class IV—WAR RISKS—Freight, Disbursements, «c. 
The interests of Members are safeguarded at the principal ports in the World 
by official Legal Representatives and Nautical Experts, who have full instruc- 
tions to act and to assist Masters in the vase of need. 


Principal Offics: NEWCASTLE-U PON-TYNE: Collingwood Buildings 

Branch Offices : GLASGOW —134, Sc. Vincent St.,C.2. CARDIFF—The Exchanee 

Mount Stuart Square. LONDON—24, Se. Mary Axe, E.C.3. LIVERPOOL—i 2? 
erby House, Exchange Buildings 

LESLIE MANN, C&airman J.W. TODD General Manager 

J. W. DUNCAN [ue Chairman 





za ‘ ml 7 x ry 
EAGLE AVIATION LTD. 
draws the attention 
of shipowners 
to their fleet of four Avro York aircraft. 
These aircraft are ideal for crew movements 
also for the transport of ships’ spares. 


Maximum economy - Maximum speed. 





Head Office 
29 CLARGES STREET, LONDON, W.1:. 


GROsvenor 6411 Cable: Speedlode Audley, London, 





SHIP DELIVERY 


We specialise in the delivery of any 
type of seaworthy craft 


Telegrams. “Pedanderco Telephone: Mans. Ho. 1921/2 


PEDDER & MYLCHREEST L*°: 
1546, FENCHURCH ST., LONDON, E.C.3. 
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Go to Gardines’s 
“for 
Rubber Boots 
Boot Hose 
Overalls 
Kit Bags 


Bedding 
Blankets 


Uniforms 
Battle Dress 
Caps, Badges 
Gold Lacings 
Raincoats 
Oilskins 


GARDINER & CO. (The Scotch House) Ltd. 

1, 3 & 5, Commercial Road, London, E.! 

Opposite Aldgate East Station Phone : Bishopsgate 6751 3 

ORDER BY POST—SELF MEASUREMENT FORMS SUPPLIED 
Complete Outfits for R.N. R.N.V.R. and M.N. 

ia en en ee ee ee ee ee ee ee 
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** CAMOLED "’ RED LEAD 


“= CAMREX "* NON-OXIDISING PRESERVATIVE - 
SUPER QUALITY 


CAMRE PAINTS 


“CAMARINE” DEEP TANK PRIMER AND 
ENAMEL PAINT 

For midship deep tanks used alternatively 

for water ballast and cargo. 

A hard drying paint with maximum water 

resisting qualities, non poisonous and flexible. 

Has been proved superior to red lead, 

linseed oil paints, bitumen and other coatings. 
Write for full details 


SUNDERLAND 
Telephone : 4401 (4 lines) ““ Camrex "’ 
“CAMERON'S SHIPS BOTTOM COMPOSITIONS © ‘“‘CAMLAC’’ MARINE PAINTS 





**SUB-A-SEAL'’ UNDER WATER MARINE PRIMER 
+. HOGVHON) .. 


SHIWINd MOTTIA YO G38 


Telegrams : 

















WwW. J. YARWOOD & SONS 
Established 1840 


LTD. 


<uiPBUILDER, 


ENGINEERS AND 


RONFOUNDES® 


THE DOCK, NORTHWICH CHESHIRE 


‘Grams : “Shipyard, Northwich.’ Phone. 4234 (2 lines) 
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ne Co 
rental Steamship Co 
ean Airways 


verseas Airways Corporation 


A. &R., Ltd 
& Co 


Eagle Aviation, Led 
East Asiatic Co., Led 

erman Lines 

erman's Wilson Line, Ltd 
Furness Withy & Co., Led 


Gardiner & Co. (Scotch House) Led 
ay, Wm, & Co., Led 


INDEX TO ADVERTISERS IN THIS ISSUE 


Gregson & Co., Ltd 

Hall, J. & E., Led 

Harland & Wolff, Ltd 
Houlder Brothers & Co., Ltd 
Houston Line (London) Led 


Kwells 


Laing, Sir James, & Sons, Ltd 
Leigh, W. & J., Led 
Low, Archibald, & Sons, Ltd 


MacAndrews & Co., Ltd 
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A3 
A8 
Als 
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MacGregor & Co. (Naval Architects) Ltd A2l 


Mann, George, & Co., Ltd 
Mersey Docks & Harbour Board 
Mitchell Cotts & Co., Led 
Moss Hutchison Line, Led 


New Zealand Shipping Co., Ltd 


A7 
Al4 
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North of England Protecting Indemnity & War 


Risks Association 
Orient Line 


Pacific Steam Navigation Co 
Palm Line, Ltd 

Pan American World Airways 
Pedder & Mylchreest, Ltd 


Page 
Pickersgill, Wm., & Sons, Ltd Front Cover 
P. & O. and B.l. Companies Al6 
Port Line, Ltd 

Potter, J.D 

Preston, Port of, Authority 

Prince Line, Ltd 


Ropner, Sir R., & Co. (Management) Ltd 
Royal Mail Air Lines, Led 


Sabena (Belgian Airlines) 

Shaw Savill & Albion Co., Ltd 

Shell Mex & B.P., Led 

Siebe, Gorman & Co., Ltd 

Steels Engineering Installations, Ltd 
Sunderland Forge & Engineering Co., Ltd 
Superheater Co., Ltd 

Surrey Flying Services, Led 


Thompson, Jos. L., & Sons, Ltd 


Union-Castle Mail Steamship Co., Ltd 
United Baltic Corporation 


Weir, Andrew, Shipping & Trading Co., Ltd 
Welin-Maclachlan Davits, Ltd 
White, J. Samuel, & Co., Ltd 


Yarwood, W. J., & Sons, Led 
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No fire-fighting equipment is compicte without self-contained breathing 
apparatus. It enables the wearer to pass through dense smoke and 
fumes to the seat of the fire The British and many overseas fire 
services use Siebe Gorman's ** Proto "' and Salvus '' oxygen apparatus 
Compressed air types also supplied 

Carefully designed breathing and protective equipment of all types, to 
cover every kind of personal danger, can be supplied—smoke helmets— 
short distance fresh air apparatus—resuscitating apparatus for the 
asphyxiated asbestos clothing, etc 


SIEBE. GORMAN & CO. 


WO_EVERVITHING FOR SAFETY EVERYWHERE 
a el 


TOLWORTH, SURBITON, SURREY 


Telegrams: Siebe, Surbiton Tclephone : Elmbridge 5900 











IN CANADIAN WATERS 


ts your ships call at Canadian Ports ...do 
maintenance and repairs at home take 

too long ? 

Then, have this work done by Canadian Vickers 
Limited at Montreal, Canada. 

Unrivalled repair facilities including Dry-dock 
and complete staff of Naval Architects, Marine 
Engineers and experienced ship repairers. 


CANADIAN 


VICKERS 


LIMITED 
MONTREAL 


Cable Address: VICKERS MONTREAL 
On the shore of the mighty St. Lawrence 











* Birmabright ”’ 


Lifeboats by 
GREGSONS 


PULLING + MOTORISED 
HAND PROPELLED 


constructed of Birmabright. a corrosion - re- 
sisting aluminium alloy, with built-in 


buovancy tanks. 


For full particulars apply to : 
GREGSON & CO. LTD. 
7, JEWRY STREET, LONDON, E.C.3. 
ROYa! 7671. "Grams : ** GREGIDES, ALD. LONDON "’ 
WEST CHIRTON TRADING ESTATE, 
N. SHIELDS 


Telephone : NORTH SHIELDS 2721 


Licenced to build all types of Fleming's 
patent lifeboats. 








eg 
PATENT STEEL HATCH CBVERS 


With an average breadth of 
24ft. have been fitted to 1,500,009 
gross tons of shipping, with 
satisfactory results. 


With this experience behind us 
hatch cover problems can safely 
be placed in our hands 


No tarpaulins. No web beams 
No tents. Rapid operation. 
Minimum upkeep costs. 


Enquiries invited. 


MacGREGOR & CO. (Naval Architects) LTD 
WHITLEY BAY, NORTHUMBERLAND. 


Phone : Whitley Bay 21189 


Continental Branch:—ETS MacGREGOR-COMARAIN, i4, RUE 
CHARLES LAFITTE, NEUILLY-SUR-SEINE, FRANCE 











WEDNESDAY, NOVEMBER 14, 1951 THE SHIPPING WORLD VOL. CXXV - No. 3046 





ee et’ 


atk 





he ea ee YE et 





_ JOHN BROWN 


or 


x % © Company Limited * * 














The works of Messrs. JOHN BROWN & CO., 
LTD., at CLYDEBANK, are well equipped 
for the construction of Passenger Liners and Cargo 
Vessels, Cross Channel Steamers, Oil  Taukers, 
Reciprocating Machinery, Geared Steam Turbines 
and ‘Diesel Engines ; also Gas and Water Turbines, 
Pressure Vessels and Equipment for the Petrolenm 
1 ndustry 


CLYDEBANK 
ENGINEERING AND SHIPBUILDING 
WORKS: 

CLYDEBANK, near GLASGOW. 





Registered Office: Atlas Works, Sheffield. | Telephone No: Clydebank 2020 (10 lines) 





London Office: Telegraphic Address: 


8, The Sanctuary, Westminster, S.W.1. Shipyard Clydebank 
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